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CHAPTER I 


INTRODUCTORY 

1.1 Appointment and composition of the Committee. —The proposal 
to appoint a committee to enquire into the question of improvement 
of ship repair facilities in Indian ports appears to have been mooted 
originally in 1957, and a reference was made to this proposal in 
Parliament by the then Minister for Transport and Communications 
during the discussions in the budget session of that year. The ap¬ 
pointment of our Committee w.as, however, actually announced in a 
Resolution of the Government of India which was published in the 
Ministry of Transport and Communications Notification No. SY-1(2)/ 
57, dated the 22nd January, 1958. Shri Q V Alages an was appointed 
as the Chairman of the Committee and the following were appointed 
BW myfllltCTJj. 

Shri Amarnath Aggarwal. . . Member, Rajya Sabha. 

Shri Narendra P. Nathwani. .. Member, Lok Sabha- 

Chief Surveyor with the Gov- 
T- B- Bose, I.N. .. ernment of India- 

Captain T- N. Kochhar, T-N. .. Representative of the Indian 

Navy. 

Shri H. C. Raut. ,, Representative of the Hindu¬ 

stan Shipyard (Private) 
Ltd., Visakhapatnam- 

Shri P. N. Rabady. .. Representative of the Eastern 

and Western Shipping Cor¬ 
porations, Bombay. 

Shri T. M- Sanghavi- .. Representative of the Indian 

National Steamship Owners’ 
Association, Bombay. 

Shri F. V- Badami. Development Officer, Develop¬ 

ment Wing, Ministry of 
Commerce and Industry, 
New Delhi. 

Shri H. M. Trivedi. .. Scindia Steam Navigation 

Company Limited, Bombay.* 

Shri P. R. Subramanian. ' Deputy Direetor-General of 

Shipping, Bombay.* 

The Committee was given authority to appoint or associate with 
its work suitable advisers to advise it in the course of its investiga¬ 
tions and report. 

*Members Secretaries. 
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1.2.1. Terms of reference.—^The terms of reference of the Com¬ 
mittee are; 

1.2.2. To enquire into and report on the existing ship repair facili¬ 
ties in Calcutta, Bombay, Madras, Visakhapatnam, Cochin, Kandla 
and at such other places where, in the opinion of the Committee, the 
problem needs looking into- 

1.2.3. To recommend what improvement and expansion is required 
in such facilities in order to meet adequately the requirements of the 
developing merchant shipping of India as well as of non-Indian ship¬ 
ping which may require repairing facilities at Indian ports; 

12.4. To report particularly whether facilities for dry docking 
available at present are adequate and, if not, what improvements/ 
additional facilities are required and at which places; 

1.2.5. To report whether materials, stores, etc, required for ship 
repairing are available adequately within the country or whether 
the country is deficient in this respect. If the latter is the case, to 
recommend what steps should be taken for reaching self-sufficiency 
in this field as far as possible; 

1.2.6. To consider and recommend the steps which are to be taken: 

(a) by Government, and 

(b) by the private sector 

for securing such improvement and/or expansion in the ship repair¬ 
ing facilities as the Committee may recommend. 

13. Shri Alagesan took charge as Chairman of the Committee 
in March 1958, and the members and secretaries were all part-time. 
With the approval of the Government, the headquarters of the Com¬ 
mittee was fixed at Madras and the arrangements for setting up the 
office of the Committee at Madras, were completed in May, 1958- 

1.4. We commenced our work with a preliminary meeting at 
Bombay on 16th April, 1958 when we considered the scope of our 
terms of reference and our programme of work. At this meeting it 
was decided to make certain assumptions with regard to our teims 
of reference, to which we shall refer in Chapter II; subject to this 
it was decided that no further clarification need be obtained from 
the Government regarding the terms of reference. 

1.5. Procedure.—We also decided at this meeting the procedure for 
eliciting opinions of various interests concerned on the subject. It 
was agreed that questionnaires should be issued to the Indian 
National Steamship Owners’ Association and to individual Indian 
shipping companies, agents of foreign shipping lines at Indian ports, 
ship repairing firms and major port authorities. It was also decided 
that suitable questionnaires on specific points should be addressed to 
the maritime State Governments with regard to minor ports and also 
to the Principal Officer of the Mercantile Marine Department, the 
surveyors accredite<l to major Classification Societies stationed in 
India, the Indian Naval Dockyard and ship chandlers. It was also de¬ 
cided to obtain information through Indian consular authorities re¬ 
garding the facilities available at selected ports in foreign countries. 
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Copies of the questionnaires issued by us to the various authorities 
etc., are appended as Annexure I- A list of the parties who replied 
to them is given as Annexure II. 

1.6. Advisers.— Although we had authority to appoint suitable 
advisers, it was decided at the first meeting that it was not necessary 
at that stage to consider co-opting any persons as advisers or mem¬ 
bers- We later decided to associate the Principal Officers of the 
Mercantile Marine Department at Madras, Calcutta and Bombay with 
our work at their respective ports. Apart from this no other persons 
were appointed under the authority given to us. 

1.7. Tours.—^During the months of July to December, 1958, we 
visited the ports of Madras, Cochin, Calcutta, Bombay, Kandla and 
Visakhapatnam for on-the-spot studies and for receiving oral evidence. 
Sub-committees of our Committee also visited Tuticorin, Bhavangar, 
Bedi Bunder, Okha, Verawal and Mandapam for the same purpose. 
At all the ports visited by us we met the administrative authorities 
of the ports, representatives or agents of Indian shipping companies, 
agents of foreign shipping lines, officers of the Mercantile Marine De¬ 
partment, Port Officers, surveyors of major Classification Societies 
and suppliers of ship stores. We visited all the principal ship repair 
workshops in Calcutta, Madras, Cochin and Bombay as well as the 
Hindustan Shipyard at Visakhapatnam and had discussions with 
their representatives. We also visited the workshops of the port 
authorities at all ports. A list of the workshops which we visited is 
given in Annexure III. At Calcutta and Bombay we had discussions 
with the Collectors of Customs- We met the representatives of the 
IN^A, representatives of owners and repairers of inland water trans¬ 
port, Calcutta, the Iron and Steel Controller, Calcutta, the Deputy 
Iron and Steel Controller, Bombay and representatives of the Chip¬ 
ping and Painting Contractors’ Association, Bombay. We also met Rfr. 
Posthuma, Visiting Adviser to the Ministry of Transport on Develop 
ment of Ports. A list of persons who gave oral evidence before us is 
appended as Annexure IV. 

1.8. We met in New Delhi from the 25th to the 30th April, 1959 
and in Bombay from the 3rd to the 20th May 1959 when the draft 
report was finalised and adopted by the Committee. 

1.9. Acknowledgements.—We wish to record our appreciation of 
the co-operation and valuable assistance received by us from the 
various Governmental and port authorities, the INSOA and the re¬ 
presentatives of Indian and foreign shipping lines, ship repairing 
firms, surveyors and others whom we met. Many of these authorities 
have also furnished valuable information in their written evidence. 
We would specially like to record our thanks to the Secretaries, 
Shri H- M. Trivwli and Shri P. R. Subramanian, who brought to bear 
their rich experience and intimate knowledge of the subject on the 
work of the Committee, the former by his long association with 
Messrs. &india Steam Navigation Company Ltd., India’s leading 
shipping concern and the latter with the Directorate General of 
Shipping. We also wish to record our thanks to the office staff for 
their assistance and painstaking work. 



CHAPTER II 

TERMS OF REFERENCE 

2.1- Before proceeding to the subject matter of our report we 
shall briefly refer to certain points which arise from the Governmeht 
Resolution of 22nd January, 1958, and the terms of reference con¬ 
tained therein. 

2.2. One of the basic assumptions which we have made with 
respect to our terms of reference is that our enquiry is to be con¬ 
fined to requirements of repairs to deep-sea merchant ships only- 
Although during our enquiries we discussed with certain authorities 
questions regarding the facilities available for building of seagoing, 
inland and sailing vessels as well as requirements of repairs to inland, 
fishing and sailing vessels, we do not propose to deal with these 
questions in our report. 

2-3. For similar reasons we have not dealt at length with facilitie.s 
pixivided in the Indian Naval Dockyard and the various port work¬ 
shops. We visited these workshops and discussed the plans for their 
expansion. At present these workshops do not provide much assist¬ 
ance to merchant ships except in emergencies. They are also not 
likely to do so on a large scale in the near future. With a view to 
broadening the base of available repair facilities, we have, however, 
made recommendations as to the extent to which their assistance 
will be needed by merchant ships and which they should endeavour 
to provide. 

2.4. The preamble to the Resolution states that the growth of 
Indian shipping during recent years has brought to light the need for 
a proper plan for the expansion of the ship repair facilities in this 
country to ensure the efficient and economical maintenance of ships 
and their repair. As an essential preliminary to the formation of 
such a plan, the Government have appointed our Committee to study 
and report on the existing ship repair facilities in the country with 
a view to effecting such improvements or expansion as may be called 
for having regard to the country’s future requirements. Owing to 
various uncertain factors in the rapidly changing picture of today, 
like the rate of increase of Indian tonnage, the future level of demand 
for repair facilities for foreign ships visiting Indian ports, the deve¬ 
lopment programmes of individual ports etc., we find it somewhat 
difficult to make recommendations on a long range basis. We shall 
therefore make our recommendations for improvement and expan¬ 
sion of repair facilities in two groups, namely those for Immediate 
implementation during the remaining period of the current Five Year 
Plan and those for implementation in the Third Plan period. It is 
not possible to visualise the precise position of demand and supply of 
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facilities beyond this period just now and the position may have to 
Tie reviewed at a convenient opportunity towards the close of the 
Third Plan period. 

2.5- We have been asked to make recommendations regarding im¬ 
provements and expansion of facilities in order to meet adequately 
the requirements of the developing merchant shipping of India as 
well as of non-Indian shipping which may require repair facilities 
at Indian ports. This implies that it will be necessary for us to 
assume at what level Indian tonnage will stand at different stages 
in future. But, in view of what we have stated in the previous 
paragraph, we can only base our estimate on the level of tonnage at 
the end of the Current Plan and of the Third Plan. 

2.6. We understand that for the Current Plan the target of tonnage 
lor Indian shipping is 9,00,000 gross and for our purposes, we have 
assumed that this figure will be reached. There is as yet no guidwnce 
available regarding the future as we understand that it is too soon 
to indicate an official target figure for the next Plan. The original 
target set by the Shipping Policy Sub-Committee in 1947, was a total 
of 2 million tons gross to be attained in a period of 7 years- Govern¬ 
ment then accepted this figure as the ultimate working target for 
Indian shipping but did not prescribe any definite date by which it 
was to be reached. As, however, the present tonnage is about 7 
lakhs, we have assumed for our purposes that the target to be reached 
at the end of the Third.Five Year Plan period will be 1'5 million tons 
gross which will be roughly double the present tonnage. Similarly, 
as regards foreign owned tonnage, we tried to collect some data 
regarding the continuance of the present quantum of work by 
certain lines and the possibility of some repair work being under¬ 
taken in Indian ports by others- We were however, able to get 
information of only limited usefulness on this subject from the agents 
concerned. It is also difficult for us to make any calculations on any 
rational basis regarding the likely future level of demand for repair 
facilities by foreign shipping companies. In the circumstances, we 
have decided to assume an ad hoc increase of 50 per cent in the pre¬ 
sent volume of work provided by foreign owned ships for the period 
which our report will cover. 

2.7- Our terms of reference also require us to consider what 
facilities are required, besides the major ports, at such other places, 
where, in the opinion of the Committee, the problem needs looking 
into. We tried to deal with this by making an enquiry of the shipping 
agents concerned as to the minor ports where they carried our re- 
i)airs to their ships during recent years and to what extent- We also 
tried to collect fffil information regarding the workshop, dry dock, 
slipway, repair berth, etc., facilities in the various minor ports. We 
shall deal with the information collected by us in a later chapter, 
but we may mention briefly here that the volume of repairs carried 
out in minor ports appears to be very limited. As, however, our 
enquiry is the first systematic study of this subject, we have appended 
the information collected by us regarding facilities available in lh« 
various minor ports in Annexures V (B) and VI. With a view to 
making facilities available on a broader basis than now, we have 
also made recommendations regarding improvements in some minor 
ports where the nucleus for carrying out repairs already exists. 
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2-8. The terms of reference relating to materials for repairs state 
that if it is found that the country is deficient in respect of any 
such materials, we should recommend the steps to be t^en for 
reaching self-sufficiency in this field as far as possible. In this con¬ 
nection we also received extracts from a speech of the Hon’ble 
Minister for Transport and Communications in the Lok Sabha on 
28th March, 1958, in which he stated that our Committee would be 
asked to examine the possibility of saving foreign exchange on equip¬ 
ment required for ship-building at the Hindustan Shipyard by con¬ 
sidering the manufacture of such ^uipment in India. After con¬ 
sidering this subject at our first meeting, it was felt that an investiga¬ 
tion of this subject would entail a study, in respect of each of many 
thousands of parts which are required in connection with ship build¬ 
ing, the present position regarding their manufacture in India, the 
likely future demand, the manufacturers who could undertake their 
immediate or progressive manufacture, the raw materials position 
regarding them etc- It was considered that this item was not strictly 
connect^ with our main terms of reference, which related to ‘ship 
repairs’, and that it would also not be possible for us to do justice to 
this subject within the short period during which we were expected 
to conclude our work. It was also brought to our notice that the 
Grovernment of India had in the Ministry of Transport O.M. No. SY- 
8(5)/57, dated 11th November, 1957, set up a separate Standing 
Advisory Committee on Ancillary Industries related to ship building 
and ship repairs, to examine the question of progressive manufac¬ 
ture in India of equipment requir^ for ship building and/or ship 
repairs which is now being imported. We accordingly reported to 
Government that, while we would deal with the urgent and short 
term issues in connection with our terms of reference, it would be 
more appropriate for the Committee on Ancillary Industries to con¬ 
sider the larger subject of progressive manufacture of the various 
items of equipment required for ship building and ship repairs. We 
shall, therefore, confine our remarks to the supply position in respect 
of such of the items as are at present manufactured in India and the 
difficulties in the way of importing other items which are not manu¬ 
factured in this country. 

2.9. Lastly, wc would like to refer to the fact that one of our handi¬ 
caps in making a precise study of this subject is the lack of reliable 
information on various points of importance For instance, we could 
not get precise data from all shipping companies for the same periods 
in respect of expenditure on repairs to their ships under different 
heads in India and abroad, or information regarding periods of wait¬ 
ing for dry docks or repair berths for no fault of the ships or the 
shipping agents. Similarly, we tried to obtain information regarding 
comparative quotations for cost of repairs, in India and abroad, 
and also cases in which ships under repair suffered de¬ 
lay by not being able to get repair berths continuously. We shall 
refer to the information which we have received on these points but 
we may say atonce that it is neither as detailed nor as complete as 
we would like it to be- This is mainly because the authorities con¬ 
cerned have not considered it necessary to maintain such information 
for their purposes, but it would be of assistance in future if the port 
authorities and shipping companies keep certain essential information 
regarding dry dock, berths, time and expenditure on repairs etc. 
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Ship Repair Industry—General Considerations 

3.1. The ship repair industry is as much a key industry as. 
shipping and shipbuilding. In fact, no country which aims at having 
a large and efficient mercantile marine can afford to neglect either 
its shipbuilding or ship repair industry. Just as the shipbuilding 
industry is necessEiry for providing additions and replacements to- 
the fleet, the ship repair industry is necessary for the efficient 
maintenance of the units of the fleet. It would be unwise for any 
country to rely on another country for the provision of repair- 
facilities and, in times of emergency, such reliance may prove 
dangerous. Every maritime country should, therefore, have an 
efficient ship repair industry, with adequate capacity for the needs 
of her mercantile marine. The industry should have extra capacity 
for the requirements of foreign ships visiting the country's ports 
and alsc for emergencies. 

3.2. The ship repair industry is of vital importance to a country 
from the foreign exchange point of view. In this matter, it is very 
similar to the shipping industry. To the extent its services are made 
available to foreign owned ships, the industry directly earns foreign 
exchange, and in so far as it provides services to national shipping,, 
it saves expenditure which would otherwise have to be incurred 
in foreign currencies. Even in cases where it is necessary to import 
some essential repair materials, the industry can still earn or save 
foreign exchange of several times the value of such imports. 

3.3. The ship repair industry can also be a useful adjunct to the- 
general engineering industry. With its resources of plant and 
machinery, it can manufacture its own requirements of spares or 
miscellaneous stores, or can undertake general engineering work, 
like structural work, castings, etc., or develop independent lines 
of manufacture. Likewise, in respect of items for which there is 
demand in adequate quantities, the industry can support subsidiary 
industries dealing in those items. The existence of shipbuilding as 
a complementary activity provides added flexibility to the ship 
repair industry. 

3.4. The industry has also an important place in the general 
economic picture. It provides employment for large numbers of 
labour and, by reason of the fact that its activities are diversified, 
it builds up and supports a skilled labour force for various categories 
of work. 

3.5. It is of importance that a national ship repairing industry 
must be efficient and competitive in order to survive. Shipping; 

7 
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in overtieas trades is an industry subject to international competi¬ 
tion and no country whose costs of construction, operation or main¬ 
tenance arc permanently higher than those of other countries can 
hope to run its shipping profitably on a long term basis in competi¬ 
tion with the shipping of other countries. It is for this reason that 
some countries give subsidies or bounties to their shipping to offset 
the elements of higher national costs, which, besides other items, 
may include higher repair costs. The existence of such arrange¬ 
ments indicates the importance attached to the maintenance of an 
efficient shipbuilding and ship repair industry even in the face of 
the higher national costs involved. 

3.6. It is equally true to say that an inefficient ship repair in¬ 
dustry can act as a drag on the development of the national ship¬ 
ping industry. Ship repair costs form an important part of the 
total operational costs of a ship. An uneconomic ship repair indus¬ 
try can, therefore, adversely affect the competitive strength of 
national shipping as against srhpping of other countries. Even in 
domestic trades where the competition may not be international, 
the existence of an uneconomic ship repair industry may ultimately 
result in higher charges and will weaken the position of domestic 
shipping as against other forms of transport. 

3.7. Apart from the effects on shipping of an inefficient ship 
repair industry, the industry itself cannot survive as a permanent 
industry except on a competitive basis. It will be obvious that to 
any shipowner the prime considerations in arranging repairs arc 
the time and cost of repairs. Where local repairs are likely to be 
more costly, he is apt to get competitive quotations from other ports 
or even other countries and, in this sense the competition is truly 
inteimational. This is more so in the case of foreign shipping, 
whose owners have no special interest in arranging repairs in one 
cou dry or another and to whom overall I'conomy will be the ulti¬ 
mate consideration. 

3.8. We shall discuss later the various factors which influence 
the time and cost of repairs. It is, however, necessary to emphasise 
that where factors exist which react adversely on the long term 
efficiency of the ship repair industry, the authorities concerned have 
as much responsibility in the national interests for remedying 
such adverse factors as the industry has tor putting its own house 
in order in respect of matters within its control. 
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Nature of Sliip Repairs—Facilities required and their importance 

4.1. Before proceeding to discuss the existing ship repair facilities 
at Indian ports, we feel that it would be of assistance if, apart from 
very specialized type of repairs, we deal in general terms with the 
type/nature of surveys or repairs which ships have to undergo, the 
facilities required therefor and the importance of such facilities. 
In addition to maintenance repairs which have to be carried out 
to the hull, machinery and equipment, a ship has to comply with 
statutory requirements under International Safely and Load Line 
Conventions and the rules of the Classification Societies {e.g. 
Lloyds’ Register of Shipping) for purposes of safety, insurance etc. 
Many of these surveys involve extensive repairs and renewals. 

4.2.1. In general terms surveys and repairs may be divided into 
the following categories: 

Statutory requirements under Interimtional Conventions 

4.2.2. Passenger surveys.—Passenger ships and passenger-cum- 
cargo ships carrying more than 12 passengers (or 30 unberthed 
passengers) have to undergo complete annual survey of hull, 
machinery, radio telegraph equipment and under water fittings 
under the supervision of the appropriate Government Department. 

4.2.3. Load Line Surveys,—All seagoing ships of over 150 tons 
gross have to undergo these surveys once in five years, but the ships 
have to be examined annually for watertightness of all closing 
appliances, e.g., hatches, storm valves, pipes, doors etc. and for 
checking of Plimsoll marks. These surveys are held under the 
supervision of Government surveyors or approved Classification 
Society surveyors on behalf of the Government. 

4.2.4. Safety equipment surveys.—^These surveys for cargo ships 
cover life saving appliances, light and sound .signals, fire appliances 
etc. and the surveys are held once in two years under the super¬ 
vision of Government Surveyors. 

4.2.5 Safety Radio Surveys.—These surveys for cargo ships cover 
radio telegraphy or telephony and direction finding equipment and 
the surveys are held annually under the supervision of Government 
surveyors. 


Classification Societies’ Requirements 

4.2.6 Special surveys.—These are surveys of hull and machinery 
and are carried out under the supervision of the Classification 
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Societies’ surveyors every four years from the date of building of 
the ships. These surveys call for opening and overhauling of all 
important machinery and auxiliary equipment on board, testing the 
strength of various structural hull members including watertight¬ 
ness of tanks, compartments etc., and examination of anchor, cables 
etc. These surveys may, therefore, result in extensive repairs 
depending on the age of the ship concerned, both in dry dock and 
afloat. 

4.2.7. Dry dock surveys.—These are held annually for examina¬ 
tion of underwater fittings and plating. 

4.2.8. Tail shaft surveys.—The tail shaft has to be drawn once in 
three years for inspection. 

4.2.9. Refrigeration and boiler surveys.—These are arranged 
annually. 

4.2.10. Running surveys of ship’s hull and machinery.—These are 
continuous surveys to be completed in four years. 

Other miscellaneous items 

4.2.1]. Routine dry dockings,^—Some owners dry dock their 
vessels at intervals shorter than required under the rules for clean¬ 
ing and painting of bottom for maintenance of speed and general 
efficiency of operation. 

4.2.12. Damage and emergency repairs.—These are items which 
arise due to casualties such as grounding, collision, fire, sudden 
breakdown etc. and which cannot be anticipated. Sometimes the 
cost of such repairs can be very heavy and a part or the whole of 
such cost may be borne by the underwriters. 

4.2.13. Running or voyage repairs.—These are maintenance 
repairs which arc generally carried out afloat without interfering 
with the ship’s schedules. 

4.2.14. Derrick tests.—^These are held once in four years, general¬ 
ly at the time of special surveys. 

4.2.15. Cargo gear, annealing and testing.—These are held annual¬ 
ly in accordance with Dock Safety Rules. 

4.2.16. In order to minimise the time spent on repairs, the ship¬ 
owner normally endeavours to combine as many of above surveys 
and repairs as possible which require immobilization of the ship. 

4.3. Facilities required for ship repairs.—We shall now deal with 
the various facilities which are required for ship repairs under 
the following broad heads’— 

Workshops. 

Dry docks. 

Repair berths. 

Materials. 

Labour. 

Customs procedure. 
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4.4 Workshops .—It is an essential requirement for all types of 
*hip repairs that there should be well organised workshops situated 
-on the water front, preferably near the docks. These should be 
well equipped with modern machine tools and should have ex¬ 
perienced supervisory staff and adequate skilled labour so that any 
kind of repairs to hull, machinery (whether steam, diesel, turbine 
or electric driven) and equipment can be carried out. The work- 
ahop should have a drawing office, fitting and erecting shop, 
machine shop, .smithy, foundry, boiler and plater’s shop, electrical 
:shop, caxpentary and joiner’s shop, sail and rigging loft etc. Where 
repairs have to be carried out in stream, it is usual to have also 
some floating workshops which are well equipped with modem 
machine tools and adequate power supply. The workshops should 
also have a number of suitable transports in the form of lorries, 
trucks, launches and barges for carrying equipment and materials 
to and from the ships. 

4.5. Dry docks.—dry dock is an important and essential link 
in ship repairs. As indicated already, dxydocking is necessary both 
in the interests of efficient operation of a ship as well as for com¬ 
pliance with the requirements of various surveys. A passenger 
ship has to be dry docked at least once a year and all ships have 
to be diy docked once in four years for special surveys and annually 
for periodic examination. Ships are also dry docked for bottom 
■cleaning and painting for maintenance of speed. Chipping and 
painting of the hull, propeller work and examination or changing 
of the tail shaft or other tmder water fittings or under water damage 
surveys can be done only in the dry dock. 

4.6. A dry dock is a necessity in all cases in which major sur¬ 
veys or under water repairs are to be carried out. Hence a port 
in which there is no dry dock can only provide facilities for run¬ 
ning repairs and cannot normally develop or support a large ship 
repair industry. Similarly, the existence of good dry dock facili- 
ties can stimulate the development of other ship repair facilities 
and thereby promote the development of a ship repair industry. 

4.7. Importance of availability «£ dry docks.—Even in ports in 
which there are dry docks, the availability of a dry dock, without 
■delay, when the ship is ready to dry dock is of crucial importance. 
A ship engaged in the overseas trade visits its home port once in 
several months, and non-availability of a dry dock means unneces¬ 
sary waiting which upsets her schedules. In the case of passenger 
ships such delays would be serious as their programmes are fixed 
well in advance. If a dry dock is not available when it is required, 
it may become necessary for the owner to dry dock the ship in 
another country thereby incurring foreign exchange expenditure. 
Similarly, when repairs are proposed to be arranged in a particular 
port for ships belonging to a foreign country, the non-availability of 
a dry dock may well result in the owner cancelling the arrange¬ 
ments and the repairer at that port losing the entire business. It 
is only in the case of ships in the coastal trade, which visit their 
home ports at shorter intervals, that some adjustment of the dry 
docking programme is possible, but even in their case repeated 
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postponements of dry docking may result in increased maintenance 
and cperation costs and also create complications with the ship’s 
Classificatiori Society and underwriters. Lastly, in view of the fact 
that a dry docking programme is generally arranged in conjunction 
with repairs afloat and in consultation with the repair workshops, 
CIas.sification and Government surveyors etc., the non-availability 
of a dry dock, when required, may put the entire programme out 
of gear. Similarly, delay in di’y docking or undocking of a ship 
may have reactions on the di’y docking programmes of other ship.s 
waiting for dry docks. 

4.8. Importance of facilities at dry docks.—Another important 
factor which affects the time taken for repairs in dry docks is the 
availability of necessary facilities at the dry docks. It is hardly 
necessary to stress that the time actually taken for repairs to a ship 
in a dry dock will be reduced if all necessary repair facilities are 
readily available. This is of particular importance in cases where 
(as in the case of most dry docks in Indian ports) the dry docks are 
situated away from the repairers’ workshops, as it will obviously 
save the time involved in transporting to the dry dock necessary 
portable equipment such as welding sets, air compressors, genera¬ 
tors, cranes, fire pumps, flood lights etc. Availability of these facili¬ 
ties at the site will make for economy in costs. 

4.9.1. The important facilities which have to be permanently 
provided at the dry docks are .as follows: 

4.9.2. Crane facilities.—Crane.s are required for the lifting or 
fitting of ship’s parts which are taken to or from workshops. A 
heavy crane is required for removal of parts like shafts, propeller.s, 
rudders etc. Considering that the propeller of a modern ship can 
weigh 10 to 15 tons, the capacity of such a crane should be about 
20/30 tons and it should be able to move alongside the dry docks 
and to plumb the farthest parts of the ship as required during 
repairs. It is not always convenient or feasible to depend on float¬ 
ing cranes for this purpose as considerable time will be lost if the 
crane is not readily available. 

4.9.3. Sail water supply.—^This is required both i'or the dry 
dock’s own requirements as well as for testing tanks, fire fighting, 
refrigerating plant and other purposes. 

4.9.4. Fresh Water supply.—This is required for the ship.s’ per¬ 
sonnel and shore labour and for boilers. 

4.9.5. Electric power supply at different voltages.—Adequate sup¬ 
ply of both A.C. and D.C. power at different voltages for the ship 
repairer and for the ship’s lighting and power is required. 

4.9.6. Compressed air.—Adequate supply of compressed air at re¬ 
quired pressure is necessary for the repairer s pneumatic tools etc. 

4.9.7. Lighting system.—To ensure economy in time taken for dry 
dock work and to enable the repairers to work round the clock it 
is necessary to provide flood lighting in the dry dock. 
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4.9.8. Fire fighting appliances.—There may be fires due to various 
causes when repairs are carried out and the arrangements for put¬ 
ting them out should be efficient as the ship’s own fire fighting 
arrangements may be immobilized. 

4.9.9. Steam.—The supply of steam at the dry dock will enable 
the ship to shut down its machinery and boilers for examination. 
Steam will also be necessary for running and testing steam driven 
auxiliary machinery, hoisting of anchors and cables etc. when the 
ship's boilers are not woi'king. Steam can, in many cases, be re¬ 
placed by compressed air if the latter is available in sufficient 
quantity and pressure. 

4.9.10. Facilities for lorries.—Good approach I’oads and hard 
standing are necessary near the dry docks to enable lorries trans¬ 
porting materials to or from the workshops to come alongside. 

4.9.11. Sanitary facilities.—These are necessary for the conveni¬ 
ence of ship’s staff and workmen. 

4.9.12. Telephones.—These are necessary for quick communica¬ 
tion between the ship and the shipping agents, ship repairers’ work- 
shop.s etc. 

4.10.1. Another facility near the dry docks which also assists, 
repair work is the following:—• 

4.10.2. Garbage bins are necessary for dumping waste material 
removed from the ship as the volume of such materials to be remov¬ 
ed from ships under repair can be quite large. 

4.11. It is easy to see that the lack of each of the above facilities 
can delay or hold up the repairs on a ship. The lack of several 
of these facilities together can result in a substantial loss of time. 
These facilities are provided in the normal course in all modern 
dry docks and they are regarded as the responsibility of the owners, 
of the dry docks. It should be emphasised that the provision of 
these facilities not only helps in completing the work quickly and 
economically but also improves the efficiency of the dry dock itself 
resulting in better utilisation and improved earnings. 

4.12. Floating docks.—In some ports floating docks are provided 
in addition to or in place of dry docks. Such docks can, however, 
be considered only in places where suitable conditions exist, and 
they are generally more expensive to maintain. 

4.13. Repair berths.—Although in theory a ship should be able to 
carry out afloat repairs anywhere, in actual practice, except for 
very minor repairs, a repair berth is a necessity for carrying out 
repairs speedily. Without such berths it is impossible to immobi¬ 
lize the ship completely for continuous repairs. The complete im¬ 
mobilization of a ship and shutting down of her boilers will also 
enable work to be carried out on various parts of the ship simul¬ 
taneously and for this purpose, it is necessary that a ship should 
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have a safe berth in protected waters before major repairs can be 
undertaken. The repairs berth has in practice the same function as 
the fitting out berth in the case of ship building. The berth offers 
direct access to the ship from shore and provides the base on which 
the required materials may be assembled and from which power 
water, compressed air etc. lines can be taken to the ship for repair 
work. It is not necessary that the repair berth should cover the 
entire length of the ship as is desirable for cargo work and in fact 
a T-shaped jetty can accommodate several ships for repairs at a 
time and would be adequate from the utility jwint of view. Even 
so it is usual for most ports to provide conventional long berths for 
repairs, as the same berths are used for both cargo and repair pur¬ 
poses. Irrespective of the length of the berths, it is important that 
the ships should be able to come alongside and the berths should 
be fully equipped with necessary facilities. Light repairs can be 
carried out in stream with the help of floating workshops but the 
absence of crane and other facilities will make heavy repairs diffi¬ 
cult or even impossible. 

4.14. Importance of availabiility of equipped berths for repairs.— 

It is important for the efficient carrying out and speedy completion 
of repairs, that a berth fully equipped for repairs should be avail¬ 
able ns soon as the ship is ready for afloat work. The availability 
of such a berth will enable the necessary materials to be assembled 
and the work to be commenced without having to wait for portable 
units to be moved in. It will enable the repairer to concentrate on 
the work on several parts of the ship at the same time. Further 
it is important that the berth should be available continuously to 
the ship till the repairs are completed, as otherwise considerable 
time would be wasted in shifting the ship from berth to berth (or 
to stream and back to berth) and the maintenance of steam for the 
purpose will render it impossible to immobilize the ship completely. 
Time will also be lost in moving the portable equipment to the 
various berths where the ship is shifted, if these are not themselves 
fully equipped repair berths. As in the case of dry docks, the 
availability of facilities at the berths will assist in expediting the 
repairs and keeping the costs down and at the same time improve 
the utilisation of the repair berths themselves. 

4.15.1. Facilities required at repair berths.—The facilities requir¬ 
ed at repair berths are mostly the same as those li-sted under dry 
docks and their provision is even more important than in the case 
of the latter, as afloat repairs usually take longer time. The varia¬ 
tions or the additional permanent facilities required at the repair 
berths are listed below: — 

4.15.2. Cranes.—Cranes of 5/10 tons capacity able to plumb the 
farthest part of the ship would be adequate in the case of repair 
berths. 

4.15.3. Oil bunkering.—Oil bunkering facilities are necessary to 
save time in taking fuel after completion of repairs. 

415.4. Bollards.—These are necessary for the safe mooring of the 
•vessels during engine trials subsequent to major repairs. 
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Other facilities required within the dock area 

4.16.1. Sludge tanks/harges.—These are necessary so that a vessel 
after cleaning her tanks can discharge the mixture of oil and water 
into these tanks/barges. Otherwise it will be necessary for the 
ship to transfer this sludge from one tank to another when each 
tank is cleaned for examination and finally for the ship to proceed 
to sea for discharging it and returning, if necessary, for examina¬ 
tion before loading of the tank or tanks in which the sludge was 
last stored. This means surveys cannot be completed in one stage 
and will take more time. 

4.16.2. A small space is necessary where repair firms can carry 
out limited machining etc.jobs and keep some of the essential 
portable equipment and spares and also maintain a small office. 

4.16.3. Oil tanks barges are necessary so that fuel oil in the ship’s 
tanks may be pumped into them while the vessel is under repair. 

4.17. Materials.—It is important for efficient ship repair work 
that materials required for the repairs should be available without 
undue difficulty- Most of the repairers usually keep adequate stocks 
of a wide range of materials. Where any items of spares are not 
indigenously manufactured or are in short supply locally and also 
in the case of special items, they should be able to import them 
easily according to requirements. It is necessary to emphasise here 
that the non-availability of certain essential spares or materials 
or delay in obtaining them may result in the owner deciding to 
cany out the repairs in a foreign port. 

4.18. Labour.—Ship repair work calls for a pr^ortion of highly 
skilled labour for certain categories of work. TTie labour should 
be familiar with modern methods and practices which, with an ad¬ 
vanced degree of mechanization, aim at completion of the work in 
as short a time as possible. At the same time, owing to fluctuating 
demands, the repairer has to maintain a proportion of the labour on 
a casual basis to keep his costs down. The quality and efficiency 
of the labour ultimately have a large bearing on the total time taken 
for repairs. 

4.19. Customs procedure.—^The customs procedure at the ports 
must be such as would permit quick transport of ships’ parts from 
the ship which require workshop action and of the repaired parts 
or spares or other materials from the workshops to the ships. 
Similarly, the procedure must allow for speedy clearance of parts 
imported from abroad for ship repairs. 

4,20. To sum up, the main requirement of an efficient ship repair 
industry is the availability, to the extent required and without 
delay, of the complex of workshop, dry dock and repair berth 
facilities. The ideal condition would be that these facilities are 
under unified ownership or control, as this would ensure their 
ready availability whenever required. This is the case in many 
foreign ports. Even where the facilities are controlled by different 
authorities, it is important that each of them is adequate to meet 
all demands. 



CHAPTER V 

SHIP REPAIR FACILITIES IN FOREIGN PORTS 

5.1. We have mentioned in an earlier chapter that we made enquir¬ 
ies regarding the ship repair facilities available at certain selected 
foreign ports. Some of these ports were selected purely for compari¬ 
son of the facilities in India with the standards in European and 
British ports and a few others like Karachi, Singapore and Hongkong 
were selected as they more or less compete with Indian ports for 
repair work. In all, our enquiries covered eight ports and the infor¬ 
mation received by us is summarised briefly in the succeeding para¬ 
graphs. 

5.2. Rotterdam (Holland).—The port authorities own and hire out four 
floating docks which can take ships from 150' to 550' in length. These 
Moating docks are equipped with various facilities like water, power, 
compressed air, etc., but they do not have cranes and the services of 
the port floating chanes are utilised when necessary. There are also 
some 20 privately owned dry docks ranging from 150' to 700' in length. 
All ships repairs are done by private companies which have several 
floating workshops (i.e. barges fitted with necessary equipment). The 
port does not provide repair berths but the repairing firms own seve¬ 
ral fitting out and repair berths which are well equipped. 

5.3. Antwerp. (Belgium).—The port authorities own 10 dry docks 
of different sizes from 165' to 740' in length, Messrs. Mercantile 
Marine Engineering and Graving Docks Company, a private firm, 
owns four dry docks and has plans for building a fifth dry dock. Yet 
another dry dock is under construction for a private firm. The port 
provides two fully equipped repair berths for repairs to ships afloat. 
Besides these port berths, the Mercantile Marine Engineering and 
Graving Docks Company owns two wet docks and two others are 
under construction for two private repair firms. All the di'y docks and 
repair berths are equipped with necessary facilities, including cranes. 

5.4. Falmouth (United Kingdom).—The Falmouth Docks and Engi- 
ne( ring Company, a private repair firm, owns four dry docks, ranging 
from 550' to 850' in length. It has also a floating dock 
530' in length. All the.se docks are equipped with all facilities and, 
in addition, the port has modern facilities for tank cleaning. There 
is also ample berth space available for ships needing repairs. 

5.5. Birkenhead (United Kingdom).—Two private ship repair firms 
provide both dry docks and repair berths which are all fully equip¬ 
ped. Messrs. Grayson Rollo and Clover Docks Limited have four dry 
docks ranging from 250' to 570' in length and are constructing a new 
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dry dock of 800' length. Messrs. Cammell Laird and Co., Ltd., who 
also a large shipbuilding firm, own seven dry docks ranging from 300' 
to 860' in length. One of their existing dry docks is also being length¬ 
ened and deepened to take ships of about 850' in length. 

5.6. Liverpool (United Kingdom).—There are 14 dry docks ranging 
from 260' to 1050' in length which are all owned by the Merseyside 
Docks and Harbour Board. A working party appointed by the Admir¬ 
alty and the Ministry of Transport in the U.K., in 1950 recommended 
that no additional dry docks were required but that there was a need 
for improved services and more travelling cranes. The first phase of 
the work has been completed and as an indication of the services 
which were considered necessary, it may be mentioned that the fol¬ 
lowing facilities have been provided:— 

Electric travelling cranes, with a capacity of 15 tons at 110' maxi¬ 
mum radius and 5 tons at 130' maximum radius which will enable the 
centre and far side of a ship to be plumbed. 

Compressed air supply of 2000 c. ft. per minute fed from 3 com¬ 
pressors at a working pressure of 100 lbs. per square inch. 

Salt water main along the bottom of the docks, supply being 750 
gallons per minute. 

Electric supply at 460, 230 and 110 volts D.C. for supply to ships’ 
busbars and 400 volts 3 phase A.C. for welding transformers and also 
A.C. to ships with a total of 70 connected points, the same being avail¬ 
able for electric appliances and lighting. 

Fi c.;h water supply is already available in the dry docks. 

The Mersey Docks and Harbour Board do not provide regular 
repair berths since Messrs. Cammell Laird and Company have in 
Birkenhead, which is on the opposite side of the River Mersey, 
several well equipped berths for long term ship repairs of all des¬ 
criptions. However, the Mersey Docks and Harbour Board make 
available for ship repairs lay-up-berths when these are not required 
for the commercial use of the port. 

5.7. Hongkong.—The ship repair industry is mainly centred on 
two large private establishments which also undertake new building 
work. The Hongkong and Whampoa Dock Company, Limited, owns 
five dry docks, the largest of which is 700' in length. All the docks 
are served by cranes and well equipped workshops closeby. There 
are also three large slipways capable of accommodating vessels upto 
240' in length. The company also owns several ship building and 
repair berths. 

The Taikoo Dockyard and Engineering Company Ltd., owns a dry 
dock which can take ships of 750' in length. The company also owns 
four berths which are equipped with all facilities. 

Both the firms are well equipped for carrying out repairs in 
stream and they also build and repair reciprocating, turbine and 
diesel machinery. Equipped as they are with their own dry docks, 
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repair bertlis and workshops close to each other and with the added 
advantages of relatively cheaper and efficient labour and duty-free 
imports of materials they have lately been able to attract a great deal 
of ship repair work on foreign ships. 

5.8. Singapore.—The Singapore Harbour Board owns and operates 
two dockyards, the larger being at Keppel Harbour and the smaller 
at Tanjong Pagar. 

There are six graving docks in the dockyards, the largest of which 
«an take ships of 45,000 tons gross. These docfe range from 400' to 
860' in length. All the dry docks are served by travelling cranes of 
upto 30 tons capacity. All labour required for repairs is provided by 
the Board. 

Repair berths in the dockyards total 3,000' in length and condi¬ 
tions are such that vessels can be double banked at repair berths, if 
necessary. They are served by portal cranes of upto 25 tons capacity 
and a 80 ton floating crane is available for heavy lifts. No wharf 
dues are charged on vessels at repair berths. Water, power and other 
facilities are available at all dry docks and repair berths. 

5.9. Karachi (Pakistan).—The Karachi Shipyard and Engineering 
Works which is managed by the Pakistan Industrial Development 
Corporation commenced functioning last year. Although it is pri¬ 
marily designed as a ship building yard, it also offers good facilities 
for ship repairs. The shipyard has a drydock which can take ships 
of 580' length, 75' beam and 26' draft at high tide and 16' at low 
tide. The dry dock was a 10 ton portal travelling crane. It is 
well served with electric power, water and other facilities. There 
is a 1550' long fitting out quay which is capable of accommodating 
4 cargo ships of medium size. A 30 ton crane traverses the entire 
length of the quay and all along the edge of the quay outlets are 
provided at intervals for supply of electric power, both A.C. and D.C., 
at various voltages and for oxygen, acetylene, compressed air, and 
salt and fresh water. The shipyard has a modern and well equipped 
workshop attached to it. 

5.10. Besides the ports mentioned above, it is well known that in 
other countries like Japan, West Germany and the Scandanavian 
countries, the shipbuilding yards also possess extensive ship repair 
facilities including well-equipped dry docks, workshops and repair 
berths. 

5.11. It will be observed that in most of the ports the repair faci¬ 
lities are owned by private ship repair firms and that where such 
facilities are provided by public authorities, the dry docks etc., are 
equipped with all essential services. The feature of these private 
repair yards is that the dry docks, repair berths and workshops are 
all owned and controlled by the repair firms and adjoin each other. 
The favourable location and control over all the three units ensure 
the ready availability of any of these facilities when required. As 
the workshops are close-by, the need for transporting labour, machi¬ 
nery parts, stores etc., over long distances is avoided and customs 
difficiUties are also obviated. A few of the ports mentioned above 
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are free ports. This ensures the easy availability of spare parts and 
materials. 

5.12. The main factor which contributes to speedy ship repairs 
in foreign ports is the complete immobilization of the ship under 
repair. From the time that the ship is taken in hand, especially for 
survey repairs, to the time it finishes repairs, the available facilities 
both at dry docks and alongside repair berths are such that simul¬ 
taneous and continuous worK on the hull, machinery, boilers, auxi¬ 
liaries and equipment is possible. The familiar sight in foreign ports 
of a ship under repair is a totally dead ship, where the repairer 
opens up all parts requiring examination and repairs, taking them 
out and in, replacing and refitting, while a host of fiexible pipes and 
cables are led into every part of the ship for power, compressed air 
or steam, water, draining out sludge, refilling oil or water etc., and 
the crane ashore is hoisting or lowering hull plates, cylinders, win¬ 
ches, hatch boards, mobile welding sets and compressors. It is the 
existence of these conditions that enables foreign ship repair yards 
to compete effectively on an international basis. 



CHAPTER VI 


SHIP REPAIRS EXPENDITURE 
Present position and future potential 

6.1. We stated in Chapter I that we issued questionnaires to foreign 
shipping agents in Indian ports and to Indian shipping companies 
covering various points arising from our terms of reference. In this 
chapter we shall deal with the information furnished by them regard¬ 
ing the number of calls made by ships under their agency at Indian 
ports or the number of ships operated by them, the quantum of repair 
work arranged for them in Indian ports and the prospects for the 
future. 

6.2. Arrangements of Indian and foreign shipowners for repairs.— 

It appears from the replies received that, except for minor running 
repairs and occasional damage repairs, all major repairs and annual 
or periodic surveys of Indian ships, either coastal or foreign going, 
are carried out at Calcutta or Bombay. Indian ships engaged in 
foreign liner trades, however, carry out repairs which at times are 
considerable at foreign ports, mainly in the United Kingdom and the 
Continent. Indian ships engaged in foreign tramp trades also carry 
out some repairs at foreign ports like Hongkong and ports in Japan. 
Foreign tramp.s carry out only the minimum running or urgent emer¬ 
gen- y repairs at Indian ports. Foreign ships in liner trades, except 
those of the British India Steam Navigation and associated com¬ 
panies, A.siatic Steam Navigation Co., and Mogul Lino, confine repairs 
carric::! out at Indian ports to the minimum. Generally speaking, 
neither foreign tramps nor liners carry out annual or periodic sur¬ 
veys in India. Repairs to Indian owned tankers are generally carried 
out in India. Foreign tankers calling at Indian ports, except tho.se 
under the agency of Eurmah-Shell, carry out only essential repairs 
in India in cases of urgency or emergency. 

6.3. Foreign shipping agents.—We have received replies from the 
agents of foreign shipping companies indicated in Armexure If but 
they are not complete. We also had some discussions with the agents 
subsequently when we visited the various jiorts. According to the 
information which we received from them, the ships of the various 
liner agents who replied call at dhiereni Indian ports annually are¬ 
as follows:— 


Cilca;?; .... 

Visaki\api!.ua?ii 

Madras .... 

Cochin .... 

Hj;-nbay .... 

Ports not spjcificd and minor ports 


od.]-: 

2S9 , 

410 . 

;i|6 ,. 

?y,i 


Total . . . 2/)7i „ 
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As stated above, the information is not complete and this appears to 
be so particularly in respect of Calcutta. These figures do not include 
particulars of calls of tramps and other occasional vessels. 

6.4. The actual expenditure incurred by the principal companies 
on repairs to these ships in Indian ports during the last tluee years 


was as follows:— 

1955 

1956 

1957 

I. B.I.S.N. Ltd. .... 

in 7 j 36 ,ioo 

1,12,76,100 

L 45 )S 2 .- 50 o 

2. Asiatic & Mogul Line 

16,73,000 

53,42,000 

6o,96,cco 

3. B.P.I.td. 

7,89,500 

25,08,500 

34 > 5 inoo 

4. Mtcki inon, Alackenzie- -Oilier Agencies 

7,21,500 

7,41,200 

26,98,600 

5. .Shell Tankers .... 

.. 

27,91,000 

i,9l,2ro 

6. Burniah Shell .... 

7,50,400 

9,63,900 

11,08,200 

7. Volkart Bros .... 

10,54,300 

3,99,400 

12,86,700 

8. Brockcl Ranks .... 

5 , 47,000 

6,76, ICO 

6,86,100 

9. Caltex Ltd. .... 

3,66,20c 

1,40,200 

8 , 37,400 


6.5. We asked for an indication from the foreign shipping agents 
regarding the prospects of an increase in the number of calls of the 
ships under their agency but none was able to give any definite 
replies. With regard to the prospect of increased ship repairs being 
carried out in India, they said that this depended mainly on the 
policy of their principals, but they felt that if good facilities existed 
in India for carrying out repair-s quickly and at reasonable cost, the 
owners might be willing to carry out part of their repairs in India. 

6.6. Our attention was particularly drawn to the fact that with 
the establishment of two oil refineries at Bombay and one at Visa- 
khapatnam and the consequent import of crude oil to the tune of 3 
million tons annually, the calls of tankers at these ports have been 
increasing. Moreover, the refined products have to be distributed 
to various ports on the Indian coast and the excess refined products 
exported. It was mentioned to us t.hat some repairs to tankers were 
carried out in Bombay, but in most cases these were undertaken in 
foreign ports. The Caltex Refinery at Visakhapatnam mentioned 
that most of their tankers were repaired at Hongkong or Japanese 
ports. One of the agents mentioned that facilities for gas-freing of 
tanks, repairs to coirugated bulkheads, dry docking of T.2. type 
tankers and other large size tankers which normally bring crude 
oil, were inadequate. 

6.7. The question of speed in repairs is of particular importance 
in the case of tankers, as the tankers, which, are usually on time 
character to oil companies, go off hire for the periods during which 
they undergo surveys or repairs. Furthermore, tankers, whilst trad¬ 
ing, stay in ports for very short periods and hence no running repairs 
can be carried out except when they are immobilized. It is, there¬ 
fore, necessary that when a tanker is ready for dry docking, survey 
or repairs, all facilities should be available without delay. Lack of 
these facilities at Indian ports is the main reason why tanker repairs 
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are carried out at foreign ports, though this involves ballast runs 
from the last port of discharge to the port at which repairs are carried 
out. It was suggested to us that if comparable facilities are developed 
in Indian ports the owners would be willing to make use of them. 

6.8. Indian shipping companies.—statement showing the names 
of Indian shipping companies and the particulars of their fleets, as 
on 31st March 1959, is appended as Annexure VIII. It will be seen 
that the present Indian merchant fleet consists of 141 units of a total 
gross tonnage of 6,46,706. The figures of annual expenditure on 
repairs in Indiem ports and foreign ports furnished by the seven 
principal companies for the last three years ere as follows;— 


Nunes of owners 


Indian ports Foreign ports 



Rs. 

Ri. 

Eastern Shipping Corporation 

1955-56 .... 


10,56,800 1 


1956-57 .... 


32 , 39,200 S 


1957-58 .... 


. not furnishecT J 


Scindia Steam Navigation Co. 

1954-55 .... 


62,39,100 

8,8i,oo» 

1955-56 .... 

. 

78 yi 9 , 6 oo 

14,12,400 

1956-57 .... 

- 

98.88,700 

19.52,500 

India Steamship Company 

• 

. 


1954-55 .... 


9,50,000 

14,20,000 

1955-56 .... 

. . 

6,10,000 

24,30,000 

1956-57 .... 

• 

10,80,000 

19,50,000 

The Great EaUern Shipping Co. 

1955-56 .... 


12,07,000 

4.39.500 

1956-57 .... 


10,64,200 

26,56,800 

1957-58 • • • 


5,76490 

8,44.400 

The Bharat Line 




1955 .... 


25,93,600 

26,800 

38,700 

1956 


2.3,28,900 

1957 ..... 


12,44,600 

20,08,100 

Malabar Steam Ship Company 




1955-56 .... 


3,00,000 ^ 


1956-57 .... 


8,00,000 

y Nil 

1957-58 .... 


20,00,000 


Bombay Steam Navigation Co. 

1954-55 .... 


11,63,800 ' 


1955-56 .... 


10,47,300 

V Nil 

1956-57 .... 

• 

10,94,700 , 



6.9. Previously there was no control over repairs to Indian ships 
in foreign ports, but since August, 1958 the Directorate General of 
Shipping has to be approached for approval in all cases where repairs 
aure to be carried out abroad. We heard some criticism from some 
ship repairers that Indian companies were undertaking considerable 
repairs and dry docking work abroad and that this was unjustifiable 
in the existing critical foreign exchange position. On the other hand, 
the Indian National Steamship Owners’ Association represented to us 
that the arrangements for repairs to ships engaged in overseas trades 
had to be maue well in advance and that Indian owners were com¬ 
pelled to arrange for some repairs abroad because facilities were not 
always readily available in India, with the result that considerable 
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delay and detention were involved, whereas easy facilities were avail¬ 
able in foreign ports, not only in respect of repair berths and dry 
docks but also in respect of spares, materials etc. They mentioned 
that surveys were usually completed in about half the time taken 
in India and that it was obviously of advantage even from the foreign 
exchange angle, if the ships returned to service earlier, as they also 
started earning freight earlier. They accordingly requested that the 
existing restrictions on arranging repairs abroad should be lifted. 

6.10. To summarise the matters dealt with in this chapter, Indian 
shipping companies incur an expenditure of approximately Rs. 
crores per year on repairs and, on the basis of the assumptions made 
by us, this may be expected to double itself in due course. There is, 
however, a tendency to arrange part of the repairs etc., in foreign 
ports owing to lack of favourable conditions in Indian ports. So far 
as foreign Tines are concerned, the present turn over of repairs is of 
the order of Rs. 2J to 3 crores. Assuming that it will increase by 
about 50 per cent., the total turn over of the industry can be expect¬ 
ed to reach about Rs. 10 to 15 crores annually, llie possibility of 
attracting more work from foreign lines, however, depends on the 
provision of better over-all repair facilities in Indian ports so as to 
enable the industry in India to make competitive quotations. 



CHAPTER VH 


SHIP REPAIR WORKSHOPS—CAPACITY AND TURNOVER 

7.1. The ship repair facilities in India are concentrated, both in 
number and capacity at the big terminal ports for trade, namely 
Bombay and Calcutta. This is obviously a development based on 
the development of the country’s trade and the number of both 
Indian and foreign vessels calling at these ports. The number of 
vessels calling at Calcutta or Bombay in any year exceeds by far the 
number calling at the other four major ports. The bulk of the 
capacity of the industry as a whole is, therefore, concentrated at 
Calcutta and Bombay. Although precise information is not avail¬ 
able, it appears that ship repair yards have been in existence in both 
these ports for nearly two centuries. The first dry dock seems to 
have been built in 1750 in Bombay and in 1781 in Calcutta. The 
present Scindia Workshop in Bombay was originally started in 
1908 and the Mazagon Dock in Bombay in 1915 and the Garden Reach 
Workshop in Calcutta in 1916. The other principal workshops have 
also boon in existence for over .30 years. We shall now consider the 
capacity and turnover of the main rc;pair workshops at the major 
ports m India. 

CALCUTTA 

7.2. Garden Ec.ach Work.'d?.ops.—This is the largest ship repair 
yard in Calcutta. It is owned and controlled by the B.I. Group. The 
turnover of Garden Reach Workshops on account of ship repairs 
only for the last three years was as follows:— 

■Rs. i-’ lakhs 

1955 . ... 

195 'i . .I 9 i- 9 'S 

;<;;7 . . . . .215-o'j 

It can carry out 49;50 special surveys and running repairs to about 
500 VC '.’els every year. It employs about 3,000 workers and can 
employ more men, if there is work. Besides ship repair work, it also 
undertakes a considerable amount of new construction and general 
engineering work. The general engineering work includes manufac¬ 
ture of Johnston pump.s under licence, mine haulage gear, structural 
engineering work, manufacture of tram car frames, castings, build¬ 
ings of army pontoons etc. As a matter of policy, the management 
has lately diverted repair work on inland vessels to the India General 
Navigation and Railway Company Workshops (which is also con¬ 
trolled by the same group) with the result that the voliune of this 
work available to Garden Reach is now very much reduced. 
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7.3. Hooghly Docking and Engineering Company. —This is a well, 
ostablished workshop managed by Martin Burn Ltd. The turnover 
of the Company on ship repairs was as follows;— 

Rs. in iJkiis 

1955 . 28 63 

1956 . 8 i -77 

1957 . 37-CXI 

The company has a fairly large workshop employing about 1,200 

workmen. During recent years, some new machines have been 

installed, as the company had contracts for building machinery and 
boilers for large inland vessels. The workshop is equipped for build¬ 
ing of small vessels and aluminium alloy life boats. The company 
has a small machine shop near King George’s dry docks in which it 
can carry out small items of machining. It can handle about 10 to 
15 surveys and running repairs to 180 to 200 ships a year. At present 
it works only one shift due to insufficient work. It also undertakes 
other general engineering work and can handle more ship repair 
work. 

7.4. Shalimar Works.—This work.shop is managed by Turner 
Morrison and Co., and was originally established to cater for the 
needs of the fleet of the Asiatic Steam Navigation Company, whose 
vessels previously operated on the coast. Its total turnover was as 
follows:— 

R":, iv. kk; 

19;;.“). ..... .iS-oo 

195^'.. 78'00 

J957 .. 


This workshop can handle four ships under survey and running 
repairs to 20 to 30 ships at a time. The work.shop is adequately 
equipped for its requirements, but a good part of the machinery is 
old. It employs about 800 men and has a small godown in the port 
area. It has inadequate work and works only one shift. It under¬ 
takes other general engineering work, when available. 

7.5. Ship Repairers (Private) Lid.—This is a subsidiary of the 
Bharat Line and was established in Augnst 1956 mainly to look after 
the repair requirements of the Company. The turnover of the com¬ 
pany during 1957 was Rs. 6'45 lakhs and it is expected to increase in 
future. The workshop can handle one ship under special survey, 
four ships under annual surveys and several ship,'- for running 
repairs at a time. It has a labour complement of 75 persons and 
works two shifts. 

7.6. Ching Wah and Co.—This is a small workshop in the city area 
with a labour complement of 20 permanent men in the workshop, 
but employs about 300 casual workers for running repairs. It under¬ 
takes sub-contract work, biR,plaes .not handle hull work. Its turn¬ 
over in 1955-56 was Rs.JtfT^kJis and tn-J.956-57 Rs. 24.26 lakhs. 
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7.7. India Marine Service (Private) Ltd. and Calcutta Docking and 
^iigineering Co.—Both these workshops undertake repair work, 
-mostly running repairs, on ocean going merchant vessels. 

7.8. Repairs to inland vessels.—It is also worth noting that running 
repairs and periodic surveys of a fleet exceeding 300 vessels of all 
sizes ranging from large inland steam and motor vessels to barges 
and flats of varying deadweights are carried out at Calcutta every 
year. The more important of the workshops engaged on such work 
are— 

India General Navigation and Railway 
Port Engineering 
East Bengal Engineering and 
People’s Engineering. 

The total turnover of these workshops is fairly large and is of the 
■order of Rs. 130|150 lakhs every year, of which approximately two- 
thirds is accounted for by India General Navigation and Railway Co. 

BOMBAY 

7-9. Mazagon Dock,—The Mazagon Dock, owned and controlled by 
the P. & O./B.I. (Penninsular and Oriental and British India Steam 
Navigation Company) group, is the largest ship repair yard in 
Bombay. Its turnover on account of ship repairs for the last thre* 
years was as follows;— 

Rs, 

1955 .. .. .. 264-.04 lakhs. 

1956 .. . 238-67 lakhs. 

1957 . .. 267-04 lakhs. 

The Mazagon Dock builds small ships and craft and can under¬ 
take manufacture of certain types of spares and equipment, if there 
is demand. It employs about 3,000 workers and can increase the 
number, if necessary. It can carry out 40/50 special surveys and 
running repairs to about 500/600 vessels every year with the present 
labour capacity- It also builds Campbell Engines under licence and 
-undertakes other general engineering work. 

7.10. Scindia Workshop.—The Scindia Workshop is a subsidiary of 
the Scindia Steam Navigation Company and primarily (to the extent 
of 85 per cent, of its capacity) deals with repairs to the company’a 
vessels and also the vessels of its associated company the Bombay 
Steam Navigation Company. The turnover of this worshop during 
the last three years was as follows:— 

Rs. 

1955- 56 71:02 lakhs. 

1956- 57 82-51 lakhs- 

1957- 58 96-94 lakhs. 

The workshop is well equipped and has recently been modernised. 
It can handle 20 to 25 surveys and running repairs to about 260/280 
■ships per year. It employs a pool of about 1500 workers and 
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generally works two shifts- It also undertakes other general en¬ 
gineering work and can handle more ship repair work. 

7.11. Alcock, Ashdown and Company.—This workshop is managed' 
hy Turner Morrison and Co. Its turnover was as follows:— 

Rs. 

1955 .. .. .. .. .. 38-85 lakhs. 

1956 .. . • ■. .. 27-49 lakhs. 

1957 .. .. .. 34-74 lakhs. 

The workshop can handle about 15 ships for surveys and 400- 
ships for afloat repairs per year. It employs about 1,000 workers and 
works two shifts. Its present turnover to the extent of 40 per cent- 
is accounted for by ship repair work and the balance by general' 
and structural engineering work. It can handle more snip repair 
work. 

7.12. Modem Mechanical and Marine Works.—This workshop does 
work on behalf of Mazagon Dock, Scindia Workshop and some Indian 
shipping companies. Its turnover was as follows:— 

Rs- 

1955 .. .. .. .. .. 5-80 lakhs. 

1956 .. .. .. .. .. 7-78 lakhs. 

1957 .. .. .. .. ., 10-08 lakhs. 

It is a small workshop employing about 50 men on permanent 
basis and casual labour as and when required. It works two shifts. 

OTHER MAJOR PORTS 

7.13. The stay of vessels in port at the other major ports of 
Visakhapatnam, Madras, Cochin and Kandla is generally too short for 
them to undergo any considerable repairs. Owing also to the non¬ 
existence of dry docks, the development of the ship repair industry 
in these ports is very limited- In fact there are no established repair 
Arms in Visakhapatnam and Kandla at all. At Visakhapatnam the 
Hindustan Shipyard used to do some repair work in the immediate 
post-war years, but it now concentrates on ship building and does 
not normally undertake ship repair work. At Kandla, the Malabar 
Steamship have shown interest in establishing a repair workshop. 

MADRAS 

7.14.1- There are two ship repair firms in Madras, particulars of 
whose capacity etc-, are given below:— 

7.14.2. Binny’s Engineering works.—^This is a well established’ 
Workshop, which was previously located within the port limits. 
Owing to the requirements of space in the harbour area due to the- 
port development plans, Binnys have been required to vacate most of 
the space occupied by them; except for a small workshop in the- 
harbour- They have accordingly shifted to Meenambakkam, which 
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is 16 miles away from the port, where they have laid out the work¬ 
shops on modern lines. Their turnover on ship repairs was as 
lollows:— 

Rs. 

1955 .. .. .. -. .. 4T0 lakhs. 

1956 .. . . . ■ .. . . 2-48 lakhs. 

1957 .. .. .. .. .. 3-09 lakhs. 

They can handle 200/250 ships for running repairs per year. Due 
to limited volume of ship repair work, which is about 5 per cent, 
of their total turnover, they have developed facilities for assembling 
of railway wagons, which appears to be their main activity now. 
They also undertake general engineering work. 

7.14,3. Harbour Engineering Company—This is a small workshop 
with an average turnover of Rs. 2'7 lakhs per year. 

COCHIN 

7.15. Brunton & Co. Engineers.—This is the only established ship 
repair firm in this port, it has a workshop employing about 300 
men and has a fairly large machine shop, which needs to be moder¬ 
nized. Its turnover has fallen to about Rs. 80,000 although it used 
to be about Rs. 21 to 3 lakhs in the past. It has a boat building and 
repairing yard in Vypeen and, owing to the decrease of ship repair 
work, it has developed some .subsidiary activities like manufacture 
of aluminium water tanks for railways etc. 

7.16. War time control.—From the point of view of quantum of 
business, the best period for the ship repair industry in recent times 
was probably the World War II and immediate post-war years. During 
the war, the volume of repair work which had to be done was so large 
that oi'ders were issued that only minimum repairs necessary to 
keep vessels in service need be carried out- In order to make the 
best use of the available materials and facilities an organisation 
called the Directorate Genera] of Shipbuilding and Repairs was 
set up to license and control all repairs in Indian ports and to allot 
appropriate priorities to different jobs. The facilities of all the 
workshops were p.vessed to the fullest possible use, and, besides re¬ 
pairs, the vvorks-hops handled numerous major jobs of construction of 
hull, machinery and equipment, conversion, refitting, defensive 
equipment for merchant ships etc. In the post-war years, the volume 
of deferred repairs and the I'efitting of merchant ships returned from 
naval service provided adequate work to keep the repair yards busy. 
This work, however, subsequently tapered off and the industry is 
now, dependent only on whatever work it can normally secure by 
competition. The nature and volume of work actually carried out 
during the last war is an index both of the capacity of the industry 
and of the vital needs it serves in times of emergency. 

7.17. We do not consider it necessary to analyse in detail the equip¬ 
ment etc. of the various workshops. But the particulars supplied to 
us regarding them are all summarised in Annexures V (C) and V 
(D). We have also not referred to a number of small firms which 
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handle ship repairs, either as sub-contractors or doing specialised jobs 
such as electronics, refrigeration, insulation etc., but we append a list 
of such firms in Annexure VII. The port authorities at all major 
ports also have fairly well equipped workshops with dry dock or 
slipway facilities. In this chapter we have only dealt with the capa¬ 
city, turnover and potential of the important private ship repair 
workshops. Wc propose to deal with the dry dock and repair berth 
facilities available at the major ports, both with these workshops and 
the port authorities, in the next chapter. 

7.18.1. The deep sea ship repair industry is thus a well organised 
industry, which is entirely in the private sector, and the repair firms 
have very long experience behind them, besides being equipped with 
a trained labour force of the order of 12000/15000 men and fairly 
good machinery- As it is, the industry is mainly based on Calcutta 
and Bombay and can handle approximately 75/100 surveys and about 
750/1000 ships for running repairs at each of these ports. It has a 
turnover of Rs. 4 to 5 crores at each of these ports, of which three 
units in Calcutta, namely Garden Reach, Hoogly Docking and 
Shalimar, account for over 90 per cent. Similarly in Bombay, three 
workshops, namely, Mazagon Dock, Scindia Workshop and Alcock 
Ashdown together account for over 90 per cent, of the turnover at 
that port- 

7.18.2. The two largest ship repair workshops in India are the 
Garden Reach Workshops in Calcutta and the Mazagon Dock in 
Bombay. Both these are owned and controlled by the P. & O./B.I- 
Group and were originally established mainly for the requirements 
of their fleets, although they have catered for the needs of other 
lines as well. The P. & O. and B.I. are still feeding these workshops 
with a proportion of their work, but with the reduction in their 
fleets based on India and due to other reasons, the volume of repair 
work of these fleets has declined during recent years. Shalimar and 
Alcock Ashdown, which are controlled by Turner Morrison and Co., 
were similarly established and catered mainly for the vessels of the 
Asiatic Steam Navigation Company and the Mogul Line. Partly 
owing to the same reasons as in the case of P. & O. and B.I. the 
volume of work cm these fleets has also gone down. Hoogly Dock¬ 
ing is controlled by Martin Burn and used to cater for a group of 
foreign owned shipping companies. Hooghly Docking also complain¬ 
ed of a progressive reduction of ship repair work. To meet the 
needs of the expanding fleet of their principals, the Scindia Work¬ 
shop lias carried out modernisation and some additions in the last 
few yf'ars, and unlike other units in the industry, has plans for 
further improvement and expansion of its capacity. 

7.19. In terms of capacity, the major workshops, both at Calcutta 
and at Bombay, are equipped with facilities for a wide range of work 
including foundries for heavy and light castings, machine shops with 
a wide variety of machines capable of dealing with shafting work, 
heavy turning, boring, shaping and planing work, in addition to 
production engineering of light types, boiler shops with facilities for 
fabrication of sections and well equipped carpentry and joiners’ 
shops. The capacity of the industry both at Calcutta and Bombay 
is large enough to take care of major surveys and running repairs 
to Indian ships with ample margin for all such surveys and repair! 
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as may be required by foreign owned ships calling at these ports- 
Ixcept for Scindia Workshop, the volume of ship repair work of the 
major workshops has lately shown signs of reduction. The industry 
in Madras and Cochin has good possibilities of development for limit¬ 
ed types of repairs, but here also the volume of work has gone down 
recently and most of the workshops have had to take to some sub¬ 
sidiary activity to provide work and employment for their plant and 
labour. 



CHAPTER Vra 

DRY DOCKS AND REPAIRS BERTHS AT MAJOR PORTS 

81. We have summarised the information regarding the existing 
dry dock, slipway and repair berth facilities in various ports furnish¬ 
ed to us in Annexure VI, but we shall refer to the important features 
here for the purpose of directing attention to the problems facing the 
industry. We shall first refer to the facilities available with the 
private sector and then those provided by the port and other 
authorities. 

FACILITIES IN THE PRIVATE SECTOR 
CALCUTTA 

8.2.1. There are two dry docks in Garden Reach Workshop 464' 
and 326’ long respectively, which can take vessels of approximately 
9' 6" draft. Hooghly Docking has a dry dock 300' long which can 
take vessels of 15' draft- India General Navigation and Railway has 
three dry docks, which can take vessels of 8' to 11' draft. All these 
dry docks are not capable of taking deep sea ships of over 1200 
G.R.T. They are suitable only for inland and small coastal vessels. 
In the case of the dry dock of Hooghly Docking, there is the added 
disadvantage that it is situated above the Howrah Bridge and there 
is not sufficient clearance for vessels to pass under the bridge- 

8-2.2. As regards slipways etc., Garden Reach has five patent 
slipways and one small covered slipway. Hooghly Docking has four 
building berths, Shalimar has three slipways. Port Engineering has ». 
total of ten slipways and People’s Engineering has one slipway. 
India General Navigation and Railway has two slipways, each with a 
cradle 255' long- All these slipways are however suitable only fo^r 
the use of inland vessels. 

8.2.3. There are no repair berths available with the ship repair 
firms engaged in repairs to deep-sea ships. Consequently, these firms 
have to rely entirely on the port’s facilities for their requirements of 
dry docks and repair berths- 


BOMBAY 

8.3.1- The Mazagon Dock controls three dry docks of which the 
Ritchie drydock is 495' long and can take ships of 18' draft and the 
Mogul dry dock is 426' long and is capable of taking ships upto 16" 
draft- The Ritchie dry dock could be lengthened and deepened, if 
necessary. The third dry dock is smaller (154' long) and is not 
suitable for deep-sea ships. Although the Ritchie and Mogul dry 
docks are fairly well equipped, the approach channel to them has 
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silted up during recent years and docking and undocking of ships 
have to be done on high spring tides, even if the ships are ready 
earlier- The Mazagon Dock endeavours to redge the mouth of the 
dry docks with its own small dredger, but the dredging of the 
approach channel is beyond its capacity. Another factor is that other 
repair firms are not allowed to work in these dry docks. As a result, 
these dry docks have not been fully employed. According to figures 
furnished by Mazagon Dock, the percentage utilisation of these 
dry docks for the last three years was as follows;— 



Percentage utilisation 


Ritchie Mogul 

Year 

dry dock dry dock 

1956 .... 

. 59 ' 4 ll i 8 - 8 o 

1957 .... 

58'10 23-17 

1958 .... 

. 57-35 18-28 


8.3.2. There are no other privately owned dry docks suitable for 
large deep-sea ships in Bombay- The Scindia Workshop has a patent 
slipway with a cradle of 255' length, which is used for dry docking 
coastal vessels upto 1200 G.R.T., but the approach channel to this 
slipway is the same as that the Ritchie dry dock and, owing to 
siltation there is considerable difficulty in making full use of the 
slipway. 

8.3.3. There are no repair berths owned by the private firms. The 
Bombay Port Trust, however, owns a tidel basin known as the 
Kassara Basin abutting the Mazagon Dock and close to Scindia 
Workshop and Alcock Ashdown, which is being losed for ship repair 
jpurposos. Owing to the siltation of the charmel and the basin, ships, 
nave to enter at high tide and have to sit on the mud in the basin 
in low water, which restrict the use of the basin- 

8.3.4. To sum up, except for the limited facilites of the Ritchie 
and Mogul dry docks and the Kassara Basin, the ship repairers in 
Bombay have to depend entirely on the facilities provided by the 
Port Trust dry docks and berths- 

OTHER MAJOR PORTS 

8.4. There are no dry docks or repair berths controlled by the pri¬ 
vate ship repair firms at the ports of Visakhapatnam, Madras, Cochin 
and Kandla- 

8.5. None of the private ship repair firms at the majof ports, in¬ 
cluding Calcutta and Bombay, has any definite plans for construction, 
improvement or expansion of dry docks or repair berths- 

FACILITIES PROVIDED BY THE PORT AUTHORITIES 

CALCUTTA 

8.6. Dry docks.—There are five dry docks in Calcutta controlled 
by the Calcutta Port Commissioners. Two of these are in King 
George’s Dock and can take ships of up to 550' length. The remaining 
three are in Kidderpore Dock and can take ships of 520', 470' and 



335' length respectively. The King George’s is dry docks can accomo¬ 
date two ships in tandem with a caisson in between them, but, as 
the entrance is only from one end, the ship in the inner dock has 
to wait, even if her work is completed, until the ship in the outer 
dry dock is undocked. This is a disadvantage and militates agmnst 
the utilisation of the dry docks to the maximum extent. Allotment 
■of the dry docks is made by the port authorities on applications 
received from shipping companies. Generally, allotments are made 
in the order in which applications are receiv^, but the port author¬ 
ities have power to grant priority to vessels requiring the use of the 
dry dock for the least time not exceeding 24 hours and also to 
damaged vessels. A penalty may be imposed on a ship which stays 
in the dry dock longer than the period for which she was admitted. 

8 7. Facilities in dry docks.—As regards facilities in the dry docks, 
the position is as follows: 

Cranes—There is a 4 ton crane in Kidderpore dry docks between 
Nos. 1 and 2. There are four 3 ton cranes in King George’s dry 
docks, but these have insufficient reach. 

Water supply—There is adequate supply of unfiltcred water in 
all the dry dock, and recently a tubewell has been sunk near the King 
George’s dry docks from which fresh water for drinking purposes of 
about 25 tons an hour could be supplied. There is no arrangement 
for supply of fresh water in the Kidderpore dry docks except by 
barge. 

Electric power.—In King George’s dry docks D.C. power of 220 
volts up to 500 amps, and A.C. power of 500 volts 3 phase 50 cycles 
up to 100 amps, arc available. A limited supply of A.C. power of 
220 voli-s is also available. In the Kidderpore dry docks, D.C. power 
of 220 volts up to 50 amps- and A.C. power of 440 volts 3 phase 50 
cycles upto 100 amps, are available only in case of emergencies. 

Compressed air.—Provision exists for supply of compressed air 
by means of pipelines alongside the dry docks sufficient lor operating 
ten pneumatic tools at each dry dock. 


8-81. Repair berths—There are no repair berths, as such in Cal¬ 
cutta. There are two lay up berths in Kidderpore Dock (off 28 and 
29) and one in King George’s Dock (G berth), which are used by 
vessels undergoing repairs. They are in the nature of dead berthing 
space. None of the facilities required for carrying out repairs to a 
ship alongside a berth such as water, power, compressed air, heavy 
lift crane, etc., is available at any of these berths. The repairers arc 
required to provide portable generators, welding sets, compressors 
etc., which necessarily involve transport from to ship and back 
and results in delays. For heavy lifts they have to depend on the 
availability of the port floating crane. No barge for discharge of oil 
sludge is available. There is no good approach road to these berths, 
nor any hard standing for lorries to come alongside the ship- There 
are no telephone facilities or customs inspection facilities near the lay 
up berths. Moreover, these berths have been silting up, with con¬ 
sequent limitations on the draft of the vessels using them. 
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8-5.2. In view of the position stated above, repair work is mostljr 
carried out in vacant cargo berths when they are available, but their 
continued availability is uncertain and is dependent on their not 
being required for cargo work. The ships are, therefore, liable to be 
shifted at short notice to another berth or asked to bank alongside 
another vessel or even to move out into the stream. In view of this, 
even when undergoing repairs, vessels cannot be immobilised and 
have to maintain steam to be able to move as and when ordered. 
Besides, as these berths are primarily equipped for cargo work, there 
are no. 

8.9.1. Plans—There is a provision of Rs. 26 lakhs in the Second 
Five Year Plan for the following improvements;— 

8 9.2. It is proposed to provide a 25 ton electrically operated 
travelling crane and three 3 ton electric cranes in the King George’s 
dry docks.. The steam cranes in the King George’s dry docks will 
be shifted to the Kidderpore dry docks. The latter cannot take 
heaxder cranes unless the dock walls are strengthened. 

8.9.3. It is proposed to supply at the King George’s and Kidder¬ 
pore dry docks additional gprapressors capable of operating another 
ten pneumatic tools at each dry dock- In addition, it is proposed fo 
provide adequate lighting for night work at both the dry docks. It 
is also proposed to improve the fresh water supply and fire fighting 
arrangements at the dry docks as a part of the general proposals for 
improvement of these facilities in the dock area in the Second 
Plan. 

8.9.4. Previously there was a proposal to convert the present lay 
up berth in the King George’s Dock (G berth) into a fully equipped 
repair berth at a cost of 60 lakhs, but we understand that this 
has been dropped for the present as funds are urgently required for 
acquisition of additional dredgers for the port- There are no plans 
for providing repair facilities at the lay up berths in the Kidderpore 
dock or at any other berth in the port. 

BOMBAY 

8.10. Dry docks.—There are two dry docks controlled by the 
Bombay Port Trust to which the Hughes dry dock is 1000' long and can 
be divided into two compartments by suitable positioning of the 
caissons. It can take ships of deep draft but as entrance to it is from 
one end only, the difficulties mentioned earlier in respect of King 
George’s dry docks at Calcutta apply here also- The other dry dock, 
known as Mereweather dry dock is 500' long and can take ships up 
to a draft of 22'. 

8.11. Facilities at the dry docks.—As regards facilities available at 
the dry docks, the position is as follows;— 

.Cranes.—A 30 ton electric crane is available at the Hughes dry 
dock. A Lima 40 ton mobile crane, normally used for heavy cargo 
lifts, is made available at the Mereweather dry dock- The Lima 
crane is unable to travel all round the Mereweather dry dock owing 
to the danger of the underground pipes being damag^, but it is 
understood that these pipes will shortly be shifted and relaid. 
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Water supply.—Salt water hydrants are available in the dry dbclcs. 
Fresh water supply is also available at both the dry docks but the 
pressure in the mains is so low that it is difficult for ships to c^aw 
their requirements, except for about four hours during the night. 
As the water supply is controlled by the Municipal Corporation, the 
Port Trust state that until the scheme for laying bigger pipelines is 
completed by the Corporation, no real improvement can be expected. 

Power.—A.C. power of 440/230 volts 50 cycles is available at both 
the dry docks. D.C. power is not laid on, but the Port Trust have 
portable motor generator sets up to a total capacity of 100 K.W. at 
110 and 220 volts D.C., which are available for use in the dry docks, 
according to information given to us these are, however, seldom 
made available for merchant ships. 

Compressed air—This is not laid on, but portable sets are available 
for Port Trust work or for hire, when available, to private repair 
firms. 

Fire Fighting.—The main reliance is on the municipal fire brigade 
but the port has an auxiliary fire brigade for emergency require¬ 
ments. 

8.12. Repair berths.—There are no repair berths, as such, in Bom¬ 
bay also. Until recently, berths K, L, M, N, O, P, and Q in the Prince’s 
Dock were being allotted to ships under repairs, as the sheds along¬ 
side these berths were under-construction and the berths could not 
be used for cargo work. Now that the sheds have been completed and 
the berths are in use for cargo work, they are made available for ship 
repair work only when they are not occupied or required by vessels 
working cargo- At times berths in the Victoria Dock are also 
allotted, if vacant. Occasionally berths at the harbour walls have 
been allotted as repair berths. As far as the Alexandra Dock is con¬ 
cerned, no berth is allotted for repair purposes and ships with deep 
draft have necessarily to carry out repairs in stream. As repairs are 
carried out at cargo berths to the extent they are vacant and avail¬ 
able, or in stream, the difficulties referred to in Calcutta arise here 
also, and ships are frequently required to shift from berth to berth 
before repairs can be completed. 

8.13. Plans.—With the reported abandonment of the scheme for 
the modernisation of the Prince’s and Victoria Dock which, at one 
stage, included the provision of an additional dry dock, there seems 
to be no plan now for the improvement of the dry docks except 
for a proposal to lengthen the Hughes dry dock by 125' so as to take 
in two T.2. tankers- Even this appears unlikely to be carried out in 
the near future. There arc no plans at all for the provision of repair 
berths or for equipping existing berths with repair facilities in this 
port. 


OTHER MAJOR PORTS 

8.14-1. There are no repair berths in the ports of Visakhapatnam, 
Madras and Cochin, and repairs are carried out either afloat or 
alongside berths where cargo -^ork is done- There are also no dry 
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docks suitable for deep sea ships at these ports. At Visakhapatnam 
there is a dry dock of 366' length belonging to the port. The dry dock 
is primarily used for the requirements of the port craft and the draft 
is limited to 13' 6". The port authorities have a proposal to lengthen 
and deepen the dry dock so as to take in their recently acquired 
dredger- As there is a hill adjoining the dry dock, there are difficul¬ 
ties in widening the dry dock. 

8.14.2. At Cochin there is a small dry dock of 240' length in Candle- 
Island, which is used for docking of and repairs to port craft. Thi.s 
dry dock is fairly well equipped with necessary facilities, but it is not 
suitable for the requirements of deep-sea vessels- 

8.14.3. In Kandla there is a floating dock which can accommodate 
vessels up to 225' in length. This is mainly used for the port craft 
and is not suitable for deep-sea ships. 

8-151. Plans.—In Cochin the port authorities have in mind the con¬ 
struction of a dry dock as a long term measure, but they are prepared 
to accept a dry associated with the proposed second shipyard, if 
it is eventually decided to locate it at that port. 

8.15.2- In Visakhapatnam the Hindustan Shipyard has under con¬ 
sideration a proposal to construct a dry dock suitable for deep-sea 
vessels. A considerable amount of preliminary work has been done 
on this scheme, but it is understood that it is held up owing to 
foreign exchange difficulties- 

8.15.3. There are no plans for building any repair berths in any of 
the ports. The Cochin port is, however, building four new cargo 
berths and the Madras port six new cargo berths as part of their 
expansion plans- The Visakhpatnam port has also a plan for 
building a new basin with four additional cargo berths- All the 
three port authorities consider that there should be no difficulty in 
equipping one of these new cargo berths at their ports with all neces¬ 
sary facilities like compressed air, electric power, heavy cranes etc., 
so that they may be used as repair berths, whenever required- 

8.16. Briefly, the position in Calcutta and Bombay is that beyond 
hiring out the dry docks with such facilities as exist and making 
available ordinary cargo berths for repairs, whenever they are vacant, 
the port authorities have not taken into account the special require¬ 
ments of the ship repair industry. Although individually some 
facilities like crane, power, water, etc-, are available in these ports, 
they are only incidental to the existing general port facilities and, in 
relation to the needs, entirely inadequate. The necessary facilities 
for ship repairs have, therefore, to be gathered piecemeal from Uie 
general equipment of the port and/or provided by the ship repairer. 
More or less the same position obtains with regard to the other 
major ports also. In none of the ports is any berth earmarked for 
ship repairs. While various improvements have been made during 
recent years and are being planned for cargo working, there is no 
corresponding awareness on the part of the port authorities of the 
need to provide facilities for ship repairs. As a result, this subject 
has received scant attention both in the past and in the plans for the- 
future. 



CHAPTER IX 


Time and Cost of Repairs—Clarification of Policy regarding Port 

Facilities 

9.1. In this chapter we shall review the salient features of the 
facilities available for ship repairs in India and deal with their 
elTect on the time and cost of repairs and the reasons for the 
present depressed state of the industry and indicate broadly the 
policy to be adopted for improving the present conditions. 

Review of facilities 

9.2.1. Workshops.—The equipment available with the workshops 
in India is adequate for most types of repairs in dry docks and 
repair berths. The workshops have in the past handled a much 
larger volume of ship repair work than at present, and the expand¬ 
ed capacity is still available. Necessary ancillary industries and 
organised sub-contractors for specialised work, such as refrigera¬ 
tion, insulation etc., are available. One of the handicaps of these 
workshops is that they are all situated outside the dock area and, 
in a few cases at some distance from the docks. This means that 
labour, materials, portable machinery etc., required for repairs and 
also the parts removed from ships for workshop action have to be 
transported by lorries or barges and the incidental customs for¬ 
malities have to be gone through, thus involving additional costs 
and delay. Although the workshops have adequate portable equip¬ 
ment, working with such equipment is not conducive to full 
efficiency. The workshops are also not well equipped for repairs 
in stream. 

9.2.2. Dry docks. —Most of the dry docks used by deep sea ships 
are ov/ned by the port authorities and are not controlled by the 
workshops. Allotments are made by the port authorities on appli¬ 
cation under a prescribed procedure and although, in practice, most 
of the demands are met, frequently ships have to wait; there is 
generally no assurance of availability or re-availability of dry docks 
whenever required. The dry docks have some facilities like cranes, 
water and power available to a limited extent, but these are not 
adequate. This often results in delay to ships undergoing repairs. 

9.2.3. Repair berths,—The most important single factor which 
affects ship repairs in India is the lack of fully equipped repair 
berths and the non-availability of even ordinary berths when re¬ 
quired. We have already stated that fully equipped berths are not 
available either with the workshops or the port authorities. 
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9.2.4. It will be seen from the above that ship repairers in India 
do not control all the three facilities which are necessary for ship 
repairs and that they suffer from some disabilities in regard to each 
of them. Whereas the capacity of the workishops has increased 
substantially during and after the last war, there has been no in¬ 
crease in the dry dock and berth facilities, which are controlled by 
the ports. In fact, as we have explained in Chapter VIII, there 
has been an effective reduction in the berth facilities available for 
repairs during the last few years. We shall presently show how 
the lack of berth facilities affects ship repairs work in the ports of 
Calcutta and Bombay. 

9.2.5. Calcutta. —With only lay up berths available for all the 
ships requiring berthing space for repairs at any point of time, the 
consequences are that - 

ships once berthed are moved from berth to berth or from 
berth to moorings and back, while repairs are still 
continuing; and 

the majority of repairs to ships both major and minor (in¬ 
cluding machinery and boiler surveys) have to be 
carried out at moorings. 

The difficulties of having to carry out repairs at the moorings are 
obvious. Firstly, the ship cannot be immobilized. Repairs at the 
moorings become a continuous time-consuming process of move¬ 
ment of men, materials and mobile equipment, compliance with 
customs formalities and ordering and getting floating cranes, water 
barges and oi! barges. If dry docking is involved, the ship, after 
leaving the dry dock, may have to remain idle for want of a berth 
or be moved to moorings, when the entire process of repairs has 
to be restarted. This process is not confined only to ships requir¬ 
ing major repairs. With siltation in the port, and consequent re¬ 
duction in the number of berths available for ships of deep draft, 
even ships intending to carry out minor repairs, while working 
cargo, are required to move from berth to berth etc. 

9.2.6. Bombay.—Hitherto one or the other out of four or five 
berths in the Prince’s and Victoria docks, which were not fully 
developed as cargo berths were made available, when not required 
for cargo working. With the completion of cargo sheds alongside 
these berths, they are not likely to be available as repair berths, 
except occasionally. Unlike Calcutta, even lay up berths are not 
available. In this respect the position in Bombay is worse than in 
Calcutta. Ships under repairs have to move from berth to berth, 
or berth to stream, and vice-versa, and the same process of time- 
consuming m.ovement etc., is repeated in this port also. 

9.3. In dealing with the seriousness of the situation arising from 
the uncertainty regarding availability of berths for repairs, we can¬ 
not do better than quote a few selected opinions of the various 
parties interested in this matter. 

The Indian National Steamship Owners’ Association have stated 
that the lack of facilities eventually makes the cost of repairs in 
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India prohibitively high and shipowners are, therefore, compelled 
to carry out some of the repairs in foreign countries. Some foreign 
ships, which could come to Calcutta and Bombay for repairs, are 
presently diverted to Singapore or Hongkong because of the defi¬ 
ciency of facilities. 

The Malabar Steamship Company have stated that their 
“JANETA” had to wait for a month during the months of Novem¬ 
ber and December, 1957 for a repair berth in Bombay. She went 
into dry dock in January 1958 and required a repair berth again at 
the end of the month, but could not get one until the end of April, 
1958. After some time she had to move out of the berth and com¬ 
plete the rest of the work in stream until she sailed in July, 1958. 
The avoidable loss of time was about 4 months in this case. 

Scindias have stated that the absence of fully equipped berths 
suecifically reserved for rei^airs at Calcutta and Bombay constitutes 
the biggest single handicap to ship repairs in India. 

The British India Steam Navigation Company have stated that 
the non-availability of repairs berths is a serious handicap, parti¬ 
cularly for passenger ships. The annual survey.s of such vessels 
are conducted under Government and Lloyds Surveyors’ super¬ 
vision, and if berths are not available, not only is extra expenditure 
incurred but considerably more time is required. They consider 
that the lack of repair berths is a serious deterrent to shipowners 
wishing to undertake major repairs at Calcutta and Bombay. It is 
for this reason B.L are sometimes forced to despatch their vessels 
to Japan and Hongkong for major repair work and, now that the 
Pakistan Industrial Development Corporation Shipyard, Karachi, is 
functioning, they are allocating vessels to that port also. 

The Mazagon Dock have stated that there are now good possi¬ 
bilities of increased repair work for tankers in Bombay owing tc 
the large number of tankers calling at that port. However, in 
actual practice, one group of tanker companies which incurred re¬ 
pair expenditure in the region of Rs. 45 lakhs in Bombay in 1952, 
incurred only an expenditure of under Rs. 2 lakhs in 1955-56. The 
principal reason for this is the fact that no repair facilities are 
available for the large size tankers employed by this group. They 
have also referred to two cases in which B.I. was compelled to 
arrange special surveys costing Rs. 7 lakhs and Rs. 15 lakhs to their 
vessels at a far eastern port because facilities were not available in 
India. In another case, they had to regret their inability to quote 
for a large repair job because there was no assurance of berth 
facilities. 

The Mazagon Dock have also stated that the volume of repairs 
to foreign ships at Indian ports has gone down rapidly since 1952 
owing to non-availability of berths. They have pointed out that 
many tankers which discharge cargo in Bombay, proceed to Hong¬ 
kong and Japan and have their I'epairs carried out there. If re¬ 
pair facilities pre available at Bombay, it is reasonable to assume that 
a large volume of business would be attracted to the port. They 
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have stated that if berths are allotted for repairs, they would ap¬ 
proach tanker companies for regular arrangements for carrying out 
repairs to their tankers in Bombay. 

Wt- may state that practically all the interests concerned unani- 
moasiy stressed the importance of the availability of fully equipped 
repair berths in Calcutta and Bombay. 

9.4.1. Ellect on time and cost of repairs.—The direct effect of the 
lack or inadequacy of the various facilities is to increase the time 
of repairs. We have already referred m previous paragraphs to 
some of the factors which contribute to delays in dry docking or 
carrying out repairs afloat. Most of these delays arise because of 
the unfavourable conditions in India. The cumulative result of the 
delays is a substantial addition to the time taken for repairs. For 
instance, several cases were mentioned to us which go to show that 
as many as 6 to 10 shifts of a ship during repairs are not an un¬ 
common occurrence. The effect of such shifts on the time of re¬ 
pairs can be easily imagined. 

9.4.2. Another important consideration in relation to conditions 
in India is the cost of repairs. Until a few years back the cost of 
carrying out repairs in India compared favourably with the costs 
in foi’eign ports. In the last few years, the position appears to have 
changed considerably. It is the view of the interests concerned 
that the cost of repairs in India now tend to be higher than costs 
in the Continent of Europe, Hongkong and Singapore and some¬ 
times higher than in the United Kingdom. 

9.4.3. It is important to note that the total cost of repairs to a 
shipowner consist of — 

the actual cost of repairs, viz., the ship repairer’s bill; 

the standing charges for the number of days the ship remains 
imder repair; and 

the loss of earnings for the same period. 

The impact of delays on the cost of repairs at Indian ports becomes 
patent in this context. To the extent to which a ship is detained 
for any extra period due to delays in repairs in India, the standing 
charges and loss of earnings for this period constitute an additional 
burden on the shipowner. This addition to the cost of repairs can 
be substanlial in view of the high standing charges of modern ships 
which are of the order of Rs. 10,000 per day. In arranging for re¬ 
pairs, the shin owner does not consider only the compar.ative actual 
costs of the repairs at Indian and foreign ports. To him, the cost 
of repairs is the t;tal cost. Elimination of delays, is therefore, the 
decisive factor in retaining and attracting ship repair work to 
Indian ports. 

9.5. it was represented to us that one of the causes of increasing 
costs of repairs in Indian ports i.s the lower efficiency of labour. 
It was also stated that recent labour legislation and the awards of 
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the Industrial Tribunals have contributed to increased costs ol 
labour. Traditionally labour costs in India were lower, and work 
involving manual labour, like chipping and painting, boiler clean¬ 
ing, tank cleaning, carpentry and joinery work, has been cheaper 
in Indian ports, despite the relatively lower efficiency of individual 
workers. The pattern is, however, slowly changing and the rising, 
labour costs are beginning to affect the existing favourable position.. 
If this process continues, the remedy may have to be found in. 
partial mechanisation. 


Repercussions on the industry 

9.6. The consequences of the rising costs of ship repairs in India 
is a gradual but unmistakable diversion of ship repair work from 
Indian to foreign ports. The recent diversion of some B.I. ships for 
repairs to Hongkong illustrates the point. It is understood that the 
total cost comprising the cost of repairs and the time and cost 
involved in the ballast voyage worked out cheaper than carrying: 
out the same repairs in one of their own associated workshops in 
India. We have also stated that the traditional pattern of work of 
most of the workshops in Calcutta and Bombay has been changing, 
and that the work provided by their associated companies is no 
longer available to them to the same extent. As a result of these 
factors, the volume of repair work available to the ship repair in¬ 
dustry in India has been going down. The problem facing the in¬ 
dustry is, therefore, one of securing adequate work for economic 
operation. Although the quantum of work available may be ex¬ 
pected to increase with future increase of Indian owned tonnage, 
the workshops will still have considerable spare capacity and they 
will, therefore, have to canvass a good proportion of work from 
foreign shipowners. In the case of foreign ships the choice of 
carrying out repairs at an Indian port or elsewhere cannot be 
limited in any way and the work can be secured only on the basis 
of competitive efficiency, i.e. comparable time and cost quotations 
on an international basis. This means that the various deficiencies 
which now contribute to higher costs in India should be removed. 
As many of these are beyond the control of the ship repairers, it 
is necessary that the Government and the various authorities con¬ 
cerned shotild consider each of such factors with a view to finding 
solutions for them. 


Responsibility of Port authorities and Government 

9.7. In view of the importance of repair berths in the picture of 
ship repairs, we had detailed discussions with the various port 
authorities on the subject. Our discussions have, however, shown 
that the requirements of the industry in this respect have not re¬ 
ceived any recognition. The general view appears to be that the 
requirements of cargo ships are the main responsibility of the port 
authorities and that they have little, if any, responsibility in respect 
of ships needing repairs. The port authorities of Cochin, Madras 
and Visakhapatnam indicated that they would be willing to equip 
one of the new berths which they are building or are going to build 
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as a repair berth, so that it may be utilised as such whenever it is 
vacant. The Calcutta Port Commissioners had a proposal to cons¬ 
truct a repair berth, but this has since been given up. All the 
port authorities were, however, of the view that in the context of 
periodic congestion of cargo ships, it would not be possible for them 
to make available any of the existing berths solely for repair work. 
The Chairman, Bombay Port Trust, was of the view that it was not 
part of the responsibility of the port to provide repair berths. 

9.8. In our opinion, the above view is fallacious and does not take 
•account of the actual conditions in India which are radically differ- 
lent from those in foreign countries, as discussed below: 

The port authorities in India own most of the land on the 
water front in the port area and determine its use. 
Except by way of lease, acquisition is not possible. 
Without the fullest co-operation of the port authorities, 
suitable sites for repair berths cannot be secured by 
private parties. 

By convention and practice, the port authorities in India have 
always accepted the responsibility of providing repair 
berths. In view of this, ship repairs did not, in the 
past, take the initiative in providing themselves with 
repair berths. 

As a practical proposition, there is no possibility in present 
conditions of any of the repair firms investing the large 
funds necessary for building special repair berths. 

9.9. In view of the above considerations, it is unrealistic to draw 
any analog:/ between the conditions in India and those in foreign 
countries. The reluctance of the port authorities to provide repair 
berths springs from the experience of periodic congestion of cargo 
ships. While congestion must be avoided by the provision of addi¬ 
tional cargo berths and by other suitable measures, the require¬ 
ments of ships needing repairs cannot also be ignored. In our view, 
the provision of facilities for ship repair work, where no separate 
facilities exist, is as much a part of the legitimate functions of the 
port as the provision of cargo berths, crane, water, bunkering etc. 
facilities and dredging. There will be no real solution for the 
problems of the ship repair industry until this is recognised by the 
port authorities and the Government. 

9.10. We had an opportunity to discuss this subject with Mr. 
Posthuma, Visiting Adviser on ports to the Ministry of Transport. 
He felt, in the circumstances explained above, that the problem 
should be regarded as a national problem and that it should be 
placed before the Government accordingly. 

9.11. We consider that an essential prerequisite for any progress 
■of the ship repair industry is the acceptance of the principle, both 
by the Government and the port authorities, that it is part of their 
r^ponsibility to provide for the requirements of the ship repair in- 
■dustry also. " We, therefore, recommend that the Government should 
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clarify their policy in this matter accordingly. The problems of the- 
industry,' have become urgent, and it is important that there should' 
no longer be any ambiguity regarding this matter. As Government 
have themselves stated in the preamble to the Resolution of 22nd' 
January, 1958, the requirements of the ship repair industry have not 
been taken into account in the first two Plans and a clarification of 
policy, as suggested above, would pave the way for the port autho¬ 
rities to provide for the requirements of the industry in future plans; 



CHAPTER X 


Recommendations regarding ship repair workshops 

10.1. In Chapter VII we dealt with the capacity, turnover and 
potential of the important private ship repair workshops at the 
major ports. We also indicated in that chapter that, besides the 
private workshops, the port authorities have fairly well equipped 
workshops. In this chapter we shall briefly deal with the role 
which the port workshops can play in connection with repairs to 
merchant ships and make recommendations regarding better utili¬ 
sation and development of the private workshops. 


Port Workshops 

10.2. The port authorities in Calcutta, Visakhapatnam, Madras, 
Cochin and Bombay maintain well equipped workshops. There is 
a workshop in Kandla also, but the installation of the machinery 
is not complete. When completed, it will also be a well equipped 
workshop. The facilities available in all these workshops are sum¬ 
marised in Annexure V (A). The.se workshops are primarily in¬ 
tended for the requirements of the port craft, but they do assist 
merchant ships in emergency repairs. The port workshops are 
generally fully occupied with their own work and, in fact, the work¬ 
shops in Calcutta and Bombay are in arrears in respect of their own 
work. All the workshops have plans for expansion and moderni¬ 
sation, and it is likely that they will have some surplus capacity in 
future. In view, however, of the surplus workshop capacity of the 
private repair firms in Calcutta and Bombay, it is unlikely that the 
shipping companies will need much assistance from the port work¬ 
shops at these ports. At the other major ports, private workshop 
facilities are either unavailable or inadequate. In view of this, it 
is necessary that the facilities of the port workshops at Visakhapat¬ 
nam, Madras, Cochin and Kandla should be made available to mer¬ 
chant ships requiring repairs. We, therefore, recommend that, as a 
matter of policy, the port workshops at the.se ports should assist the 
shipping companies in carrving out repairs for which these work¬ 
shops have facilities. 


Hindustan Shipyard 

10.3. At Visakhapatnam, the Hindustan Shipyard has facilities for 
carrying out merchant ship repairs on a significant scale. The 
Shipyard proposes to lengthen by about 300 ft. its fitting out berth, 
which can now take 2 ships, and also strengthen it for taking heavy 



45 


cranes. This will enable a third ship to be berthed but, in the 
opinion of the Shipyard, it is doubtful if any of the berths will be 
free or available for long periods for ship repairs in view of the 
proposed stepping up of its building programme. Even so, the 
shipyard should be able to carry out repairs to merchant ships by 
double-banking. For this purpose it will be necessary for the ship¬ 
yard to equip the fitting out berths with necessary facilities and also 
build up a separate pool of trained labour for ship repair work. 
The shipyard appears to be hesitant to embark on such a pro¬ 
gramme as the ship building side is subsidised by Government and 
the yard is doubtful whether ship repair work would be profitable 
In our view there is a strong case for the shipyard to undertake re¬ 
pair work. The expenditure to be incurred by the yard for equip¬ 
ping itself for this purpose would not be large an& ship repair 
work would be generally profitable. The undertaking of repair 
work would also provide a certain amount of flexibility in the 
utilisation of labour and workshop capacity and the overheads 
would correspondingly be spread over. If a dry dock is also 
built in the port, conditions will be favourable for the shipyard to 
undertake ship repairs worR on a large scale. It may be mention¬ 
ed here that the major ship building yards in foreign countries 
arc also major ships repair yards. Shipowners would generally 
prefer to send their ships to the yards where they were built for 
major surveys as all the drawings required would be readily avail¬ 
able. We have also mentioned that if repair facilities for tankers 
are available at Visakhapatnam they are likely to be made use of 
by the increasing number of tankers calling there. We, therefore, 
recommend that the Hindustan Shipyard should, as a matter of 
policy, extend its activities to ship repair work and take early steps 
to fully equip itself for this purpose. 

Private Workshops 

10.4. Most of the privately owned workshops are still using a 
large proportion of old machines, although some of them have 
acquired many new medium and small size machines. We feel that 
if some of the older machines could be replaced by modern type, 
it would result in considei’able saving for them both in labour costs 
• and time. It appears to us that the workshops are unwilling to 
embark on any large scale plan of modernisation, as they are some- 
wh.jt Lorcertain about the future prospects. But once they are 
assured abemt the availability of various repair facilities in the port, 
they would be able to canvass and secure adequate work and be 
willing to modernise their workshops. We recommend that Gov¬ 
ernment should encourage them to undertake such- modernisation, if 
necessary, with a scheme of financial assistance on favourable 
terms. 


10.5. There are certain items of work which cannot be carried 
out by the repair firms in India at present. These are enumerated 
in detail in Chapter XVIT. The need for developing facilities for 
such items is becoming urgent. It is possible that some industrial 
units which are now being planned like the heavy forging and cast¬ 
ing factory at Ranchi may provide facilities for some of these 
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items. The ship repair workshops should be encouraged to develop- 
facilities for the remaining items with such assistance from the 
Government as may be required. It would be sufficient if, in res¬ 
pect of such items, the facilities are developed only in one work¬ 
shop each at Calcutta and Bombay, as the others could avail them¬ 
selves of these facilities as and when necessary. 

10.6. We have mentioned that the main problem of the ship 
repair workshops at present is to secure adequate work and that 
for this reason, many of them have developed some subsidiary lines 
of activity. It is not easy for the workshops to switch their capacity 
to general engineering work on a large scale. Nor would this be 
a real solution to their problem as the wide variety of tradesmen 
engaged on ship repair work cannot all be employed on general 
engineering work which could absorb only labour of selected types, 
in certain departments. Moreover, it is not desirable to allow any 
such diversion on a substantial scale, as it is necessary to preserve 
the existing capacity for ship repair work. Nevertheless, the 
undertaking of other would absorb at least a part of the surplus 
capacity of the workshops, and for this reason, we consider that 
the Government should encourage the development of other activi¬ 
ties by these workshops. The following are some of the lines in 
which the workshops could develop such activities:— 

Building of small size vessels for the navy, port authorities,, 
other Government departments, shipping companies etc. 

Structural and general engineering activities; and 

Manufacture of auxiliary equipment and spares for ships and for 
general engineering industries. 

Obviously the necessary schemes in these matters can only be- 
prepared by the workshops themselves and the initiative must come 
from them. The Government, should, however, adopt a policy of 
assistance by encouraging Government departments to place orders 
for small craft, structural and general engineering items etc., with, 
these workshops. 



CHAPTER XI 


RECOMMENDATIONS REGARDING DRY DOCKS 

11.1. In this chapter we shall deal with the question of adequacy 
of the existing dry dock facilities and the steps to be taken for their 
improvement by the port authorities and the private sector respec¬ 
tively. The position needs to be considered in detail only in respect 
of the ports of Calcutta and Bombay, as there are no large dry docks 
at the other ports 

DRY DOCKS CONTROLLED BY THE PORT AUTHORITIES 

11.2. We have already dealt with the existing dry dock 
facilities at the ports in Chapter VIII and these are also summarised 
in Annexurc VI. In order to consider the question of adequacy ot 
the existing dry docks, we requested the port authorities in Calcutta 
and Bombay to furnish us with information for the last three years 
regarding the interval between the time when vessels were ready 
to dry dock and the time when they actually entered the dry dock. 
This would have enabled us to judge whether ships had to wait for 
unduly long periods for securing dry docks. The port authorities 
did not, however, have complete information on the subject and they 
have furnished us only with statements showing the dates when 
vessels were actually docked and the periods for which the vessels 
actually occupied the dry docks. We later took up the matter with 
the Indian National Steamship Owners’ Association, but they were 
also unable to give us any precise data regarding the periods of 
waiting for dry docks. They have explained that from the time of 
initial application for a dry dock to the date of actual docking, the 
process of getting a dry dock is a matter of continuous enquiry, tele¬ 
phonic or oral, in respect of which no records are kept. They have 
stated, however, that, in practice, vessels needing dry docks have 
often had to wait for long periods, but that it is difficult for them to 
substantiate this statement, as the information available in the 
records of the port and the companies relates only to the dates on 
which the vessels were originally expected to be ready to dock and 
the dates on which they actually entered the dry dock. In these 
circumstances, we are able to oner only general comments on the 
subject. If a precise analysis is to be made in future, it will be 
necessary to ask the port authorities and the shipping companies 
to maintain complete data regarding the dates of application, the 
indicated dates of readiness for entering the dry docks, the periods 
applied for, the dates of actual readiness and entry into the dry dock 
and the actual periods of occupation of the dry dock. 

11.3.1. We shall now examine the data regarding utilisation of dry 
docks which we received from the port autnorities in Calcutta and 
in Bombay. 


4T 
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11.3.2. According to the information furnished to us by the Cal¬ 
cutta Port Commissioners, the dry docks remained vacant and were 
used for port craft for the following periods during the three years 
1955, 1956 and 1957:— 

Number of days 

Dry dock Number of days used for Port 

vacant Commissioners’ 

craft 



1955 

1956 

1957 

Ave. 

1955 

1956 

1957 

Ave. 

K. G. No. 1 

171 

126 

171 

156 

5 

I 


2 

K. G. No. 2 , 

tiS 

39 

88 

81 

98 

17 

105 

V'3 

K. P. No. I 

72- 

44 

IS 

64 

130 

25 

50 


K.P. No. 2 

92 

24 

58 

58 

107 

224 

77 

!3f> 


11.3.3. It was however explained to us that the above figures of 
vacant periods were somewhat misleading owing to the following 
reasons:— 

A dry dock is recorded as vacant although the ship scheduled to 
occupy it is unable to move in. 

The arrival of ships sometimes depends on the tide in the river. 

The two dry docks in King George’s dock are in tandem. 

Some time is required for adjusting blocks between dry dockings. 

Dry docks are also recorded as vacant when repairs are carried 
out to the dry dock and its equipment. 

In general terms, the port authorities have stated that since 1957, 
the dry docks have been more or less fully utilised and that they 
have also been able except in cases of occasional buncing, to meet 
all demands without unreasonable delays. 

11.4.1. The Bombay Port Trust has not given detailed information 
regarding actual periods for which the dry docks were vacant but, 
according to the information furnished by them, both the dry docks 
do not appear to have been vacant for lack of demand for any signi¬ 
ficant period during the years 1956, 1957 and 1958. 

11.4.2. They have stated that the dry docks were used by Port 
Trust and naval vessels during the years 1956, 1957 and 1958 as 
follows:— 


Number of days 


Year Port Trust vessels Na^•a! vessels 



Hughes 

Merc- 

weather 

Hughes 

Mere- 

weaihcr 

1956 .... 

•47 

74 

11 


1957 

86 

53 

45 


1958 .... 

265 

68 

57 

ifi 

Average 

166 

65 

38 

5 



49 


It will be seen that the Hughes dry dock, which is the main dry 
dock for deep drafted merchant vessels, is used to a considerable 
extent by port and naval vessels. 

11.5.1. It is apparent from the information given to us that, both 
in Calcutta and Bombay, the larger dry docks are used to a consider¬ 
able extent by port craft. There were several complaints, that in 
many cases, it was unnecessary for the port craft to have used the 
larger dry docks and that the work also took an unduly long time. 
There is also a feeling that in the matter of allotment of dry docks, 
there is a tendency to show preference to the vessels of the port 
authorities. Reduced utilisation of dry docks by the port craft would 
be doubly beneficial, as this would make the di^ docks available to 
an increased extent for the use of merchant ships and also increase 
the revenues of the port by way of dry dock charges. We shall now 
examine the possibilities of reduced use of the larger dry docks by 
port craft at both the ports. 

11.5.2. Calcutta.—With regard to the periods for which the dry 
docks have been used by the Port Commissioners vessels, it was 
stated that four dredgers and two floating cranes have necessarily to 
use the bigger dry docks, but otherwise the port craft generally use 
Kidderpore dry dock No. 3, the Island workshop dry docks or the 
slipways. It was also mentioned to us that the King George’s dry 
dock is used only to the minimum extent necessary. 

11.5.3. During our enquiries it also came to light that when the 
port vessels are dry docked, the port workshops, which invariably 
carry out the repairs, work only one shift, thereby extending the 
period of occupation of the dry dock. A few instances were mention¬ 
ed to us in which the port craft occupied the dry docks for months 
whereas, had the work been done in more than one shift, the time 
could have been considerably reduced. It apears that, because the 
port authorities do not have to take account of the dry dock hire 
charges and the added ‘on cost’, the incentive to complete the repairs 
quickly does not exist. 

11.5.4. We recommend the following arrangements for the use of 
the dry docks by the Port Commissioners vessels. There are only 
six port craft which necessarily have to use the larger dry docks. 
These may continue to use the larger dry docks (King George’s dry 
docks and Kidderpore dry docks Nos. 1 and 2) for their requirements. 
When these craft require the use of the dry dock for long periods, 
they may preferably be docked in King George’s dry dock No. 1. All 
other craft should, as far as possible, be docked on the port slipways, 
the Island Workshop dry docks and Kidderpore dry dock No. 3, and 
they may use the larger dry docks only when it is unavoidable. When 
the port vessels are docked in the larger dry docks, the port autho¬ 
rities should arrange for work to be done round the clock so that 
it is completed in the shortest possible time. 


11.5.5. Bombay.—In Bombay the larger dry docks have been used 
to a considerable extent by port craft. The Port Trust Workshops 
carry out the repairs to the craft and they normally work only one 
shift. ’ITie Bombay Port Trust has several slipways which can dock 
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vessels of upto 300 tons and a draft of about 10 feet. Owing to silta- 
tion, however, the draft now appears to be limited to about 8'. From 
the figures for the years 1956, 1957 and 1958 furnished by the Bombay 
Port Trust, it is observed that 25 power propelled vessels*out of a 
fleet of 53 vessels were docked in the Hughes or Mereweather dry 
dock. With the completion of several deep drafted craft now under 
construction for the port authorities, it is expected that some 30 craft 
will in futiure be of such draft and dimensions that they cannot be 
docked on the port slipways. The demand for the larger dry docks 
for use by port craft is thus already substantial and is likely to 
increase in future. This will, further, limit the availability of the 
larger dry docks for merchant vessels. 

11.5.6. We, therefore, recommend that the Bombay Port Trust 
should construct a small dry dock near the port workshop large 
enough to take all the port craft which cannot presently be docked 
on their slipways. When such a dry dock is constructed, all port 
craft should, as far as possible, be docked in this dry dock or the 
port slipways and they may use the larger dry docks only when it 
is unavoidable. Pending the construction of such a dry dock we 
recommend that whenever the port craft use the larger dry docks 
the port authorities should arrange for the work to be done round the 
clock so that it is completed in the shortest possible time. 

11.6.1. On the basis of the information available, it appears that 
there is at present considerable pressure on the port dry docks both 
in Calcutta and Bombay. We feel, however, that the implementa¬ 
tion of the recommendations made by us will ease the pressure on 
the dry docks at both the ports and enable them to meet the present 
level of demands as also for some years to come. The reduced use 
of the dry docks by the port craft on the liners recommended by us, 
will make them available for merchant ships, to a greater 
extent than is the case at present. Similarlv the provision of improv¬ 
ed facilities at the dry docks as recommended by us will shorten the 
period of dry docking of ships and thus enable a larger number of 
ships to make use of the dry docks. 

11 . 6 . 2 . The position in Calcutta is, on the whole, easier than in 
Bombay. Even in Bombay, with the construction of an additional 
dry dock by the Navy, the Navy’s demands on the Hughes dry dock 
will be reduced in future. With the increased use of the Ritchie and 
Mogul dry docks by merchant ships, on the lines recommended by 
us, and later, with the construction of a small dry dock for the 
exclusive use of the port craft, we feel that the existing port dry 
docks should be able to meet the present level of demands as also 
those that may arise in the near future We also consider that, in 
order to make the ship repair industry more broadbased, dry doefe 
should be built in Visakhapatnam on the east coast and Cochin on 
the west coast. This will also reduce the pressure on Calcutta and 
Bombay. Hence if any additional dry docks are to be constructed 
they should preferably be constructed in Visakhapatnam and Cochin 
rather than in Calcutta and Bombay. In view of the above consi¬ 
derations, we feel that there is no need to consider the provision of 
additional dry docks for merchant ships at Calcutta and Bombay 
for the present. The position may, however, be review^ at. the end 
of the Third Plan period in the light of the conditions then prevail¬ 
ing. 
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IMPROVEMENT OF FACILITIES IN THE DRY DOCKS 

11.7. In the preceding paragraph we considered the adequacy of 
dry docks at the ports of Calcutta and Bombay. We shall now pro¬ 
ceed to make detailed recommendations regarding improvement of 
facilities at the dry docks at these ports. 

CALCUTTA 

11.6.1. We have already referred to the provision of Rs. 26 lakhs 
made in the Second Plan for improvement of facilities at the dry 
docks in Calcutta such as heavy lift electric crane at King George’s 
dry dock, additional compressors, flood lighting etc. We urge uiat 
these improvements should be carried out before the end of the 
Second Plan period. The 25-ton travelling crane proposed to be pro¬ 
vided at the King George’s dry dock should have a span to reach the 
far side of the vessel and the proposed additional compressed air 
supply should be sufficient for at least 20 pneumatic tools. 

11.8.2. We also recommend that the following further improve¬ 
ments should also be carried out by the end of the Second Plan 
period. 

King George’s dry docks 

11.8.3. D.C. power should be provided at 110 volts upto 200 amps, 
for portable lights and tools and for ships requiring power at this 
voltage. 

A.C. power for welding and compressor sets at 440 volts 3 phase 
50 cycles should be increased to 200 amps. 

Drinking water for workmen with leads at convenient points 
should be provided. 

There should be adequate sanitary arrangements near the dry 
docks for workmen and ship’s personnel. 

Arrangements should be made for providing the ships in the dry 
docks with telephones. 

The steps of the dry docks are in a state of disrepair. They should 
be repaired and the rails renewed so as to provide safe access to the 
dry docks. 


Kidderpore dry docks 

11.8.4. As there is no heavy lift crane in these dry docks, the float¬ 
ing crane should be made available on a preferential basis for ships 
using them. 

The proposed additional compressed air supply should be suffi¬ 
cient for at least 30 pneumatic tools. 
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D,C. power should be increased to 200 amps, as follows:— 

220 volts to 200 amps. 

110 volts to 200 amps. 

A. C. power supply 1 , 

Drinking water supply 1 Same as recommended for the King George s 

Sanitary arrangements V dry docks. 

Telephone facilities J 


11.8.5. It was pointed out to us that the side walls of the Kidder- 
pore dry docks would have to be strengthened before a heavy lift 
crane could be installed. Although we have, as an interim me^ure, 
recommended above that the floating crane should be made available 
on a preferential basis for these dry docks, we consider that these 
dry docks should be renovated during the Third Plan period and 
a 15-ton travelling crane, with a span to reach the far side of the 
ship, permanently provided. 


BOMBAY 

11.9.1. We have mentioned that there is no plan in Bombay for the 
improvement of the dry docks except a proposal to lengthen the 
Hughes dry dock by 125' so as to take two T.2. Tankers. This pro¬ 
posal can be considered independently of the other major schemes 
for modernisation of the docks. We urge that this should be taken 
up for execution as soon as possible and completed early in the Third 
Plan period. 

11.9.2. We recommend that the following further improvements 
should be carried out by the end of the Second Plan period. 

Hughes dry dock 

11.9.3. Compressed air supply by means of pipelines laid alongside 
the dry dock sufficient to operate at least 20 pneumatic tools should 
be provided. 

Permanent arrangement should be made for D.C. power supply 
at the following voltages instead of relying, as at present, on small 
portable motor generator sets:— 

220 volts upto 200 amps. 

110 volts upto 200 amps. 

Drinking water for workmen with leads at convenient points 
should be provided. 

There ’ should be adequate sanitary arrangements near the dry 
docks for workmen and ship’s personnel. 

Arrangements should be made for providing the ships in the dry 
dock with telephones. 
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Salt water supply should be augmented by providing larger capa¬ 
city pumps, especially in view of the fact that tankers require con¬ 
siderable quantities of water for resting of tanks, which is a normal 
requirement when tankers are in dry dock. 

Fresh water supply is expected to improve after the Bombay 
Municipal Corporation has completed laying of bigger size pipe lines. 
However, as a permanent facility for the dry dock, we recommend 
that a reservoir of suitable size may be constructed near the dry 
dock for fresh water supply to ships in the dry dock. 

Mereweather dry dock 

11.9.4. A 15-ton travelling crane with a span to reach the far side 
of the vessel should be provided solely for the use of this dry dock. 

Compressed air supply 

D. C. Power supply 

Drinking Water supply Same as recommended for Che Hughes dry 

Sanitary arrangements > dock. 

Telephone facilities 

Salt water supply 

Fresh water supply 


Other dry docks 

11.10. Privately owned dry docks.—^There are no privately ovmed 
dry docks in India suitable for deep sea ships except the Ritchie and 
Mogul dry docks in Bombay, both of which are controlled by the 
Mazagon Dock. We have already pointed out the factors which 
limit the use of these dry docks in Chapter VIII. If the Bombay 
Port Trust and the Mazagon Dock co-operate, it will be possible to 
achieve increased utilization of these dry docks. We consider that, 
in the over all interests of the Port, the Port Trust should be pre¬ 
pared to accept responsibility for dredging and maintenance of the 
channel and approaches to these dry docks. The Mazagon Dock, on 
their part, should be agreeable to incur capital expenditure on length¬ 
ening and deepening the Ritchie dry dock which would make it suit¬ 
able for docking large merchant ships. They should also not be 
averse to hiring out the Mogul dry dock to shipping companies who 
wish to utilise the services of ship repairing firms other than the 
Mazagon Dock. There should not be any serious practical difficulties 
in making the Mogul dry dock available as suggested above in view 
of its location outside the workshop area of the Mazagon Dock. In 
this connection, it will be relevant to point out there has been less 
than 25 per cent, utilization of the Mogul dry dock over the past 
three years. 

11.11. Indian Naval Dockyard.—The Indian Naval Dockyard at 
Bombay has at present four dry docks of different sizes and a large 
new one is under construction. While these dry docks are primarily 
intended for the use of naval vessels, merchant ships may, on occa¬ 
sions require their use for short periods for routine dry docking, 
examination for underwater dama^, etc., when other dry docks are 
not available. We recommend that, in these circumstances, the 
Indian Naval Dockyard should make available its dry docks for mer¬ 
chant ships to the extent their own work permits. 



other Ports 

11.12. Visakhapetmun.—For the reasons which we have discussed 
earlier in this chapter \ve recommend that the scheme under con¬ 
sideration by the Hindustan Shipyard for the construction of a dry 
dock should be taken up for implementation at an early date. The 
dry dock should be a large one and should be capable of accommoda¬ 
ting T.2. type tankers which are likely to visit the port in increasing 
numbers. The construction of such a dry dock will avoid the neces¬ 
sity of vessels built at the Yard having to proceed to Calcutta for 
dry docking before delivery as at present. It will also stimulate the 
development of a good ship repair industry in the port. The pro¬ 
posal of the port authorities for lengthening and deepening their 
dry dock should be considered in the light of the recommendation 
we have made above. 

11.13. Madras.—There is no dry dock in this port and the port slip¬ 
way is used for repairs to port craft. In view of oiu: recommendation 
that a dry dock should be constructed at Visakhapatnam, we do not 
consider the provision of a dry dock at this port necessary at present. 
There are a few small seagoing vessels based on this port which do 
not at present have any dry dock or slipway facilities. We recom¬ 
mend that the use of the port slipway for docking such vessels should 
be permitted. 

11.14. Cochin.—The siting of a dry dock in Cochin will stimulate 
the ship repair industry in this port and the considerations which we 
mentioned in the case of Visakhapatnam apply here equally. We 
accordingly recommend that the construction of a fully equipped dry 
dock, either as a part of the second shipyard scheme or otherwise, 
should be planned and completed by the end of the Third Plan period. 



CHAPTER XH 

RECOMMENDATIONS REGARDING REPAIR BERTHS 

12.1. In Chapter IX we have explained how the ship repair indus¬ 
try in India is seriously handicapped owing to the non-availability 
of repair berths and recommended that the Government and the port 
authorities should accept the responsibility for providing them. In 
this chapter we shall examine the extent to which repair berths are 
required, both from the short term and the long term points of view, 
and also the facilities to be provided at the berths. We shall deal 
with the position in detail in respect of Calcutta and Bombay as these 
are the main repair ports. Our recommendations will, however, cover 
other major ports also. 


Calcutta and Bombay 

12.2. In order to enable us to judge the number of repair berths 
that are required in Calcutta and Bombay, we endeavoured to collect 
information regarding the actual number of days during which ships 
underwent afloat repairs in berths, anchorages, etc., and also the time 
lost in waiting for the berths. The information is not, however, 
readily available. We have, therefore, tried to assess the number of 
repair berths required at Calcutta and Bombay on the basis of mate¬ 
rials otherwise available to us. 

12.3.1. Estimate of repair berths required.—It will be seen from 
Annexure VIII that the Indian merchant fleet at present comprises 
about 140 ships. On the basis of orders already placed, there will 
be an addition of about 20 ships during the remaining period of the 
Second Five Year Plan, making a total of 160 ships. On an average, 
one fourth of this fleet will have to undergo special survey every 
year, which means that in every period of 12 months not less than 
40 ships of Indian registry alone will require berths for special sur¬ 
vey repairs between Calcutta and Bombay. The time taken by ships 
at the repair berths during special survey varies depending upon 
the age of the ship concerned, but assuming an average stay of 30 
days per ship, the number of berth-days comes to approximately 
1,200. This flgure does not, however, take into account the require¬ 
ments of:— 

Annual surveys of passenger and passenger-cum-cargo vessels. 

Repairs to vessels suffering accident or damage. Running 
repairs. 

Assuming that the time required for the above items is about 25 per 
cent., of the time required for special survey the total number of 
berth days will come to roughly 1,500. 
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12.3.2. According to the information available to us, out of approxi¬ 
mately 1,600 liner vessels which call at Calcutta and Bombay about 
30 ships in Calcutta and 40 ships in Bombay undergo special or 
annual or other surveys every year at these ports. Some -of these 
ships are passenger ships undergoing regular annual surveys. 
Assuming an average stay of 15 days per ship at the berth in the 
case of these ships, the number of berth days comes to 1050. It may 
be taken that at least 100 ships out of the total number of foreign 
ships which carry out some running repairs at each of these ports, 
would require repair berths; and assuming a stay of 3 days per ship 
at the berth, the number of berth-days for these ships would come to 
600. Thus the total for both Indian and foreign ships works out to 
3,150. 

12.3.3. From the above figures, it will be seen that a minimum of 
8 berths (3150 — 365=8 approximately) is required continuously to 
meet the present demand for repair berths between Calcutta and 
Bombay. Having regard to the anticipated additions to the Indian 
fleet during the Third Plan period, and the increased demands for 
repair facilities from foreign ships, the minimum requirement at 
the end of the Third Plan period will be 12 berths. The above cal¬ 
culations have been made on a conservative basis and we feel that 
actual requirements will be even higher. Although a part of the 
total requirements may continue to be met by the use of vacant 
cargo berths, we consider that it is necessary progressively to pro¬ 
vide separate fully equipped repair berths as this will lead to greater 
efficiency and economy. We, therefore, recommend that the provi¬ 
sion of 12 fully equipped repair berths for both the ports should be 
accepted as the ultimate target. 

12.4. We shall now proceed to indicate in what stages this ultimate 
target of six repair berths each at Calcutta and Bombay should be 
achieved. We have shown that there is a proved need for a minimum 
of four berths in each of these ports even for current requirements. 
In view of the serious difficulties experienced by the ship repair 
industry and the crisis through which it is now passing, we feel that 
immediate relief should be afforded to the industry by earmarking 
and improving the berths which have hitherto largely been used 
for ship repair work. On this basis we shall make specific recom¬ 
mendations separately for Calcutta and Bombay in regard to the 
steps to be taken in the remaining period of the Second Plan and in 
the Third Plan period, respectively. 

12.5.1. Calcutta.—In Calcutta there are three lay-up berths viz., 
off 28 and 29 in Kidderpore dock and ‘G’ berth in King George’s dock, 
which are largely used for ship repair work. We recommend that 
these three berths should be earmarked for ship repairs and that 
they should be equipped with the following facilities during the 
remaining period of the Second Plan:— 

All the three berths should be dredged so as to have a minimum 
depth of water of 18' alongside the berths. 

Short piers capable of taking one 5/10 ton travelling crane should 
be constructed alongside each berth. 

Good approach roads leading to the piers should be constructed. 
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Arrangements should be made for supply of A.C. power at 440 
volts 3 phase 50 cycles upto 200 amps, for compressors and welding 
sets. 

Arrangements should be made for supply of D.C. power at 110 
volts and 220 volts upto 200 amps, for ships’ lighting and power. 

Supply of drinking water for workmen with leads at convenient 
points should be provided. 

Adequate supply of fresh water for ships should be provided. 

Copious supply of unfiltered water for testing of tanks should be 
provided. 

Sanitary arrangements near the berths should be provided. 

Arrangements should be made for providing the ships at the berths 
with telephones. 

Proper mooring facilities should be provided for testing ships’ 
main engines after completion of repairs. 

Flood lighting on the pier should be provided for night work. 

12.5.2. We recommend that provision should be made in the Third 
Plan for the following further facilities at each of the piers:— 

A travelling crane of 5/10 ton capacity. Compressed air supply 
by means of pipelines laid alongside the pier sufficient to operate at 
least 20 pneumatic tools. 

12.5.3. In order to achieve the target of six repair berths recom¬ 
mended by us, it will be necessary to provide for three additional 
berths in the Third Plan. We recommend that the ‘H’ berth in the 
King George’s dock should be adapted and equipped as a repair 
berth. We understand that there is a proposal to construct a new 
basin in the King George’s dock in the Third Plan. We recommend 
that two of the berths in the new basin should be constructed as 
repair berths as part of that plan. 

12.6.1. Bombay.—In Bombay, due to the reconstruction of sheds at 
most of the berths in Prince’s and Victoria docks and the absence of 
lay-up berths, as in the case of Calcutta, used only for ships under 
repair, we ^d it rather difficult to specify the berths for ship repairs. 
We also appreciate that it may not be possible to provide any berth 
in Alexandra dock for ship repairs. In view of this and due to the 
proximity of Prince’s and Victoria docks to the major workshops, we 
consider that the requirements of repair berths will have to be pro¬ 
vided for in these dock.s only. We accordingly make the following 
recommendations:— 

12.6.2. The K. L. M. berths inside Prince’s dock have been used 
in the past for ships needing repairs. The inner northern half of 
these berths should be reserved for ships under repair. Similarly 
the northern half of N and O berths in Prince’s dock should be reserv¬ 
ed for ship repairs. 
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12.6.3. We understand that at No. 10 in Victoria dock a shed is 
under construction. After this shed is completed, the use of No. 9 as 
a cargo berth will be restricted. This berth should, therefore, be 
earmarked for ship repairs. 

12.6.4. All the 3 berths mentioned above should be fully equipped 
with the various facilities as mentioned in the case of Calcutta during 
the remaining period of the Second Plan and in the Third Plan 
period. 

12.6.5. In addition to the above, one berth in the outer dock wall 
should be made available as a repair berth during fair weather. It 
should be dredged to maintain a minimum depth of 18' and equipped 
with necessary facilities. 

12.6.6. To achieve the target of six fully equipped repair berths in 
Bombay, we recommend that the Kassara Basin should be put into 
use as a repair basin for medium sized vessels. This will necessitate 
dredging of the basin and the approach channel, fitting of a lock gate, 
strengthening the piers and providing various repair facilities. This 
will provide two additional repair berths and should be included in 
the Third Plan. 

12.6.7. Apart from the above, if any scheme is prepared in future 
for the construction of new basins or docks in Bombay, we consider 
that two fully equipped berths for repair purposes should be planned 
as part of the scheme. 

12.7- Other ports.—We recommend that in the ports of Visakha- 
patnam, Madras and Cochin, one of the new berths which are under 
construction or are to be constructed, should be fully equipped with 
necessary facilities for ship repairs. These berths need not be ex¬ 
clusively reserved for ship repairs but should be made available on a 
preferential basis for repair purposes, whenever there is a demand. 
In Kandla, there is no need to consider the provision of a separate 
repair berth for the present. 

Other facilities in docks. 

12-8. Sludge tanks/sludge barges.—At present there is no pro¬ 
vision for receiving oily water sludge from the tanks of the ships 
undergoing repairs and consequently the sludge has to be transferred 
from tank to tank during special surveys. We, therefore, recommend 
that at least two sludge barges of approximately 100 tons capacity 
each should be provided at Calcutta and Bombay. These barges 
should be made available for discharge of sludge as and when requir- 
ed by ships undergoing repairs. We also recommend that, at both 
the ports, shore sludge, tanks should be provided with suitable pipe 
lines so that the sludge barges can discharge the sludge into these 
tanks. 

12.9. Workshop cum office in docks.—We recommend that space 
should be made available to the principal repair firms at the major 
ports in the dock area for maintaining a small workshop-cum-office. 
Facilities should be given to use a part of the premises for a small 
bonded store. 

12.10. Garbage bins-—We recommend that suitable sized garbage 
bins should be provided both near the dry docks and the repair 
berths to collect waste materials from the ships. 



CHAPTER Xm 


MINOR PORTS 

13.1 We mentioned in Chapter II that we made enquiries of both 
Indian and foreign shipping agents as to the minor ports at which 
they carried out repairs, if any, to their ships and the extent of such 
repairs. The, replies received indicate that hardly any repairs of 
significance aVe carried out at any of the minor ports. Only emer¬ 
gency items which cannot be postponed are carried out in these ports. 
The facilities actually available at the minor ports are summarised in 
Annexures V(B) and VI. From these it will be seen that, almost 
uniformly throughout the country, on both coasts, facilities at minor 
ports, which are mostly anchorage ports, are limited to small slipways 
suitable for docking the craft owned by the port authorities. In some 
ports there are also workshops capable of carrying out minor main¬ 
tenance or running repairs. In many cases, the port craft have to 
proceed to other nearby ports where facilities exist for major repairs 
or surveys. We are of the view, however, that there is scope for im¬ 
proving the existing facilities at the ports mentioned below to serve 
the needs of small coastal vessels for dry docking and repairs as also 
of deep-sea ships for repairs afloat. Such improvements will aug¬ 
ment the overall facilities available for small vessels on both the east 
and the west coasts and make them broad based. 

13.21. Mandapam.—The workshop at Mandapam is owned by the 
Railway and is mainly intended for carrying out necessary repairs 
to the two Southern Railway ferry steamers sailing between Dhanu- 
shkodi and Talaimannar- TTiere is a dry dock of 264' length and Siy 
width close to the workshop. Ships of up to 12' draft only can use 
the channel leading to the dry dock. The dry dock has been pri¬ 
marily built for the ferry vessels and there are no plans of deepening 
or lengthening it. There is also a slipway of 140' x 90' x 4' with pro¬ 
vision for operating 3 cradles the hauling capacity of each cradle 
being upto 50 tons. This slipway was built by the Navy and is not 
now in use as all equipment has been dismantled after the war. 
Apart from the ferry vessels, the dry dock is now being used to dock 
Madras State Fisheries vessels, the Bucket Hopper Dredger of Tuti- 
corin Port and some privately owned ships. Even so, the dry dock 
is not fully occupied. 

The workshop is well equipp^ and staffed for carrying out 
complete hull and machinery repairs to the ferry vessels. The spare 
capacity of the workshop is utilised for the manufacture of items of 
stores for the mechanical and engineering departments of the Railway 
and other Government departments. 
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132.2. Mandapam offers good alternative dry docking facilities on 
the east coast with repair facilities for small coastal vessels. We re¬ 
commend that the dry dock should be lengthened and deepened so 
as to be able to dock vessels of 350 feet length and 15 feet draft and 
the approach channel dredged during the Third Plan period. The 
slipway should also be brought into use by providing necessary equip¬ 
ment for docking and repairs to small vessels and craft plying in the 
area. We also recommend that the Railway, should, as a matter of 
policy^ undertake repairs to privately owned vessels. 


13.3.1. Tuticorin.—There are practically no facilities for ship re¬ 
pairs in this port except for a few machine tools on the port dredger. 
There is no slipway or regular port workshop, and repairs to the ^rt 
craft are carried out in the Railway worshop at Mandapam. The 
Sethusamudram Canal Project Committee has recommended the con¬ 
struction of the canal and also the development of Tuticorin as a 
major port, including the construction of a dry dock in that port. 
It is understood that certain traffic and engineering surveys are be¬ 
ing conducted with a view to enabling the Government to consider 
the recommendations of the Committee. 


13.3.2. We understand that Tuticorin is likely to be developed ^ 
a major port in the near future- We recommend that the devoid^ 
ment of repair facilities viz., a fully equipped repair berth and 
workshop should bo considered as part of the general project. 


SAURASHTRA PORTS 

13.4. Of all the minor ports on either coast, the repair facilities* 
Saurashtra ports are best developed. It has five fairly well develc^ 
ed intermediate ports handlink considerable cargoe.s, viz-, BhavnagflKt 
Okha, Bedi Bunder, Veraval and Porbander. The need for sffl^ 
sufficiency in the matter of repairs to port craft, which taken 
gether are numerous, has led to the development of sizeable rep^ 
facilities at these ports- The basic facilities which exist are sufficietjjfc 
ly diverse and broad-based for carrying out improvements so as S 
extend the facilities for the use of merchant ships. 


13.5.1- Bhavnagar.—In the old port area there is a dry dock of 2E 
length and 40' width. Immediately adjoining the dry dock, the po| 
has now constructed a sheltered barge basin. The dry dock is 
present able to take all the craft of Bhavnagar and neighbourir 
ports. The barge basin provides necessary facilities for constructs 
and repairs of the barges belonging to these ports. Facilities 
yresh water and power are available at the dry dock. The port 
also a workshop situated near the dry dock and the basin, wj 
equipment essential for repairs to 11 types of port craft. The wo^ 
shop has, in fact, carried out extensive hull and machinery repai 
to the Port dredger. There is ample space around the dry do? 
and the workshop area. Alcock Ashdown have acquired a site nei. 
this area for erecting a workshop. They have already put up a shefl 
and are now engaged in the construction of steel barges for the port! 
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13.5.2. In view of the above, we recommend that the existing 
dry dock should be extended eind deepened so as to dock vessels of 
350' length, 45' breadth and 15' draft. We also recommend that the 
port, as a policy, should allow its workshop to undertake repairs to 
privately owned vessels. The workshop should also be expanded for 
this purpose- 


13.5.3. In the new port a lock gate at the entrance of the concrete 
jetty is under construction to provide a deep water basin. This basin 
will have a constant depth of water and provide several berths suit¬ 
able for ships of deep draft- We understand that there will be no 
difficulty in setting apart one of the now berths exclusively for ship 
repair work and in allotting an adjacent plot for a worktop. We 
also understand that the Bharat Line have a scheme for setting up a 
workshop at the port. In view of the proximately of Bhavnagar to 
Bombay, the development of repair facilities at the port will help 
relieve the pressure on Bombay. We, therefore, recommend that, 
one of the new berths should be earmarked for ship repair work and 
fully equipped with all repair facilities. 


13.6.1. Okha.—The port has a concrete jetty alongside which 
medium sized ships can be berthed. It has also a wharf-wall of 225' 
length for the discharge of lighters. There is no dry dock or slipway 
invthe Port, but there is a proposal to construct a slipway of 270' 
length and 55' width which will take vessels upto 11' draft. There 

small port workshop not well equipped at present. Proposals for 
lwS>roving the workshop are under consideration- 

13.6.2. In view of the large number of vessels which call at this 
|]^t, we recommend that the workshop should be equipped fbr carry- 

out maintenance and running repairs to merchant ships. 

f;riKl3.7. Bedibunder.—The Port has a dry dock of 230' length. It has 
a barge basin with a clear entrance width of 22'. The entrances 
^he dry dock and the barge basin are separate. Vessels can be 
ced and undocked only on certain days during the month on high 
6s. The barge basin is suitable for docking all port barges and 
all launches, while the dry dock is able to take care of all repairs 
fhips up to the size of an L-C-T. There is a 3-ton crane on one side 
he dry dock near the entrance. Power and water are also avail- 
le. The floor of the dry dock I’equires renovation and so also 
lock gates. There is a small well equipped workshop which 
joins the dry dock and the basin. The port builds its own barges, 
ays etc. The workshop can undertake repairs to all types of craft, 
^is is an anchorage port where ships anchor 6/7 miles out at sea 
3m the harbour. The use of the dry dock by merchant vessels is 
possible. It is understood, however, that the Navy and the oil 
ipanies may be interested in making use of the dry dock and re¬ 
facilities at this port for small vessels like mine-sweepers, oil 
»es etc. We, therefore, recommend that the dry dock should be 
Dvated and the lock gates repaired. 

=^13 .8- Veraval.—This is an anchorage port with ships normally 

f ichoring more than a mile out at sea. In addition to overseas and 
astal traffic, it caters for sailing and fishing vessel traffic. The 
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State Government has undertaken an extensive programme of de¬ 
velopment of the port for fishing vessels. The programme provides 
for sheltered basins within the port, with one wharf of eoiy length 
with 8' water alongside at low water and another of 1000' length 
where the depth varies from 8' to 14' alongside. The port has a 
dry dock 135' long and 180' wide with clear entrance width of 
35'. The port has also a small workshop near the dry dock which 
can carry out all necessary repairs to port craft. There is a crane 
alongside the dry dock and water and power are available. There 
is ample space around the dry dock and workshop area. The dry 
dock was hitherto used as a sheltered wet basin for sailing vessels 
during the monsoon, but as ample berthing space will, in future, be 
available in the harbour, the dry dock could be used for docking 
.small vessels and for sailing vessels which are mechanised. 

13.9. Porbander—There is a provision in the Second Five Year 
Plan for a dry dock of 250' length which will enable vessels of S' 
draft to be docked at high tide. For the purpose of docking port 
craft, it would be a useful addition to the existing over-all facilities 
at Saurashtra ports. 



CHAPTER XrV 


SHIP REPAIR MATERIALS AND SHIP STORES 

14.1. Our terms of reference in regard to materials require us to 
.i!onsider whether materials, stores, etc. required for ship repairs are 
available adequately within the country or whether the country 
is deficient in this lespect; if the latter is the case, we have been 
asked to recommend what steps should be taken for reaching self- 
sufficiency in this field as far as possible. 

14.2- In considering this subject, it would be desirable to assess 
‘the total requirements of both the ship building and ship repair in¬ 
dustries, as the types of stores, materials etc., required arc similar. 
The ship building industry is essentially an assembly industry and, as 
such, its output depends on the ready availability of requisite mate- 
* rials. The availability of materials without delay is even more impor¬ 
tant in the case of the repair industry, as the demands for particular 
materials or parts may arise suddenly and the time available for 
completing the repairs would be generally limited. Although the 
ship repair industry has been in existence in this country for many 
•years and the ship building industry for over a decade, both are still 
primarily dependent on imports for most of the items. During re¬ 
cent years, some of the items have been manufactured indigenously 
and are available in small quantities, but their supply is not sufficient 
to meet the demand. Although units for the manufacture of some 
of the items exist in India, the deliveries are considerably delayed: 
in some cases, the factories concei'ned complain of shortage of raw 
materials. In re.spect of some items, the quality is not up to the 
prescribed standards. At the same time, the restrictions on imports 
have been considerably tightened and actual users’ licences very 
much curtailed, particularly in respect of items which are manu¬ 
factured in India, with the result that the items are not readity 
available to the repairers either from within the counti'y or from 
abroad. 


SPECIAL POSITION OF SHIP REPAIR INDUSTRY 

14 3.1. It would be useful to refer at this stage to certain special 
features of this industry, which distinguish it from the other manu¬ 
facturing industries. 

14-3.2. We have already referred to the fact that this industry has 
to complete, unlike other industries, with the ship repair industry 
in foreign countries and that the demands for materials or parts arise 
suddenly, especially in cases of damage repairs etc. The repair firms 
would, of course, keep a range of stores in slock subject to their 
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financial limitations, but it will obviously be necessary to import, 
unavailable stores from abroad. The time factor is of utmost im¬ 
portance in competing for repair work and, if there is difficulty or 
delay in getting the materials for priocedural or other reasons, the 
shipowner may well decide to carry out the repairs at a foreign port 
where the materials are easily available. 

14.3.3. We have also mentioned that this industry assists both in 
earning and saving of foreign exchange- Although foreign exchange- 
expenditure has inevitably to be incurred on import of stores, the 
industi'y earns several times this expenditure. 

14.3.4. The industry cannot easily do with equivalents or sub¬ 
stitutes. The rules and requirements of the Government and/or of 
the Classification Societies have to be complied with as otherwise the 
appropriate certificates will not be issued and the ship cannot saih- 
Any relaxation of these requirements is also not desirable because 
the risks involved are large and the facilities available under operat¬ 
ing conditions on the high seas are not the same as on shore. 

14.3.5. The wishes of ship owners have also to be taken into 
account. The use of certain materials has been developed after years-' 
of trial and experience of all maritime countries. Some of these- 
materials have to be imported if they are not locally available- Sub¬ 
stitutes may be found locally, but their use may not always find 
favour with shipowners. For instance, some of the workshops men¬ 
tioned to us that some British owners insisted on the use of lignum 
vitae for stern tube bushes for their ships, although this items is- 
subject to severe import restrictions and a good indigenous sub¬ 
stitute is available. 

14.3-6. The import of certain types of spares and parts cannot be- 
avo'ded. These are mainly proprietory items which have to be- 
obtained from the original manufacturers. For instance, spares for 
diesel and steam turbine engines on Indian ships have to be imported. 
Owing to delay in imports, either the ships are held up or temporary 
repairs are required to be carried out which are expensive and 
uneconomic in the long run. 

14.3.7. In view of the above considerations wliile the policy of 
progressive manufacture of these items should be pursued, it is 
necessary to take a liberal view of cases such as mentioned above- 
and allow sufficient imports of these materials if the ship repair in¬ 
dustry is to be in a State of competitive efficiency. 

14.4.1. In considering this subject further, it would be desirable to- 
deal with the items required for ship i-epairs and maintenance under 
three heads, viz- 

“Materials” including all raw materials, ferrous and non-ferrous,, 
such as steel plating and rolled sections, timber, piping, boiler tubes,, 
cables, bolts, nuts and rivets, forgings, castings, etc. which would, 
require further processing and fabrication in the worshops: 



es 

“Ancillary equipment'’ consisting of fully manufactured items 
'Which have merely to be installed on board ship including:— 

(j) Deck auxiliaries including lifeboats, davits, anchors, wind¬ 
lasses and winches, hatch covers etc., 

(ii) Hull fittings like rudders, stern frames, stern tubes, pro¬ 
peller shafts, 

(iii) Engine room auxiliaries like generators, pumps, compres¬ 

sors, refrigeration equipment, heaters, electrical equip¬ 
ment etc., 

(iv) Firefighting equipment, 

(v) Sanitary appliances, 

(vi) Navigation instruments and other bridge equipment, 

(vii) Steel, cast iron, copper and lead piping and pipe fittings 
including valves, cocks etc., 

(viii) Miscellaneous items e.g., kitchen equipment, gangways, 
accomodation ladders, water tight doors, porthole fittings, 

(ix) Wooden and plastic interior fittings; and 

“Spares” costing of spare parts of main and auxiliary machinery 
on board ship, e.g., pistons, liners, cylinder heads, piston rings, fuel 
injection equipment, turbine blades etc- 

14.4.2. We shall now proceed to deal with the above in the order 
of their mention- 

AVAILABILITY OF MA'l'ERlALS 

14.5-1. Steel.—One of the items about which we heard persistent 
complaints from ship repairers was the delay and difficulty in obtain¬ 
ing their requirements of steel, which is one of the most important 
items needed by the ship/repair indu.stry. It is slated that generally 
some 16 sizes of plates and several sizes of structurals are required 
for the industry including sheets, bars, section angles, bulb angles, 
channels, etc., and these have to be tested to Llyods specifieations, 
e.g., B-S.S. 13. Specially tested plates and materials are required 
for boiler and machinery repairs- 

14.5.2- It is understood from the Iron and Steel Controller that the 
supply of tested plates is at present very limited. Only Tatas pro¬ 
duce shipbuilding plates and this too only up to 6' width. Their 
production is also far short of the requirements of the shipbuilding 
and ship repair industries. In view of the limited size and quantity 
of plates available in the country, it is necessary to make up the 
balance of the requirements by imports. 

14.5.3. We shall now briefly explain the procedure for allotment 
and supply of quotas of steel to ship repairers. Being an engineering 
industry under Central Government control, the sponsoring authority 
for the ship repair industry is the Development Wing of the Com¬ 
merce and Industry Ministry, and all applicants for quotas have to 
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obtain a licence and register themselves under the Industries (De¬ 
velopment and Regulation) Act, 1951, with that Wing. There are 21 
firms registered with the Development Wing as being engaged in 
ship repair work and construction of coastal boats and river craft, 
of whom 19 are registered for the purpose of allotment of steel from 
the Central Steel Processing Industries (S-P-I.) quota. The remain¬ 
ing two firms have not approached the Development Wing for steel 
and presumably obtain their supplies through the State Govern¬ 
ments. A statement showing the names of registered firms, their 
assessed capacity and allotments made to them is attached as Anne- 
xure IX. From this annexurc it will be seen that the total require 
ments of all categories of .steel of these registered firms come to 
about 13,000 tons per annum. (This figure does not include the 
requirements of the Hindustan Shipyard^ 

14-5.4. Under the existing procedure, these registered firms have 
to apply to the Development Wing every quarter for their require¬ 
ments. ' The Iron and Steel Controller gets advance information from 
the steel producers regarding their production programmes and makes 
bulk allotment of steel of various categories to the Development 
Wing. The Development Wing thereupon issues quota certificate to 
individual firms taking into account th(;ir past comsumption and the 
categories applied for. The Development Wing generally gives high 
priority to the requirements of the ship repair industry. On receipt 
of the quota certificates, the firms place their detailed indents on the 
Iron and Steel Controller, who plans and places orders on the pro¬ 
ducers for the production of different categoiies or arrangr^s for 
release fi'om registered stockists. Agani.si the unfulfilled quotas, the 
Iron and Steel Controller arranges for import of steel on Govern- 
menl account to the extent foreign exchange is available and distri¬ 
butes it at pooled prices. Sometimes he is able to obtain steel from 
foreign countries as part of barter deals. In special cases where the 
Iron and Steel Controller is unable to arrange imports, the Develop¬ 
ment Wing recommends the issue of import licences to individual 
firms. 

14.5.5. One of the complaints about the present procedure which 
was brought to our notice was that there was delay in the allotment 
of steel quotas. For example, Scindias have mentioned that this de¬ 
lay may be anywhere from 2 to 4 months- Another complaint made 
to us was regarding the serious time lag between the issue of quota 
certificates and actual suppiv. It was stated by the Iron and Steel 
Controller that this interval was of the order of 6 to 9 months and 
that this wa.s due to the rolling mills having to plan their production 
on the basis of orders, but the ship repairers stated that the interval 
was much longer. We also found that, although the ship repairing 
firms held fair to adequate stocks for immediate requirements, they 
had large arrears against their quotas which were yet to be supplied. 
For instance, Garden Reach gave the following figures of quota 
allotments and actual receipts by them:- 

Quotii QipU'.tily 
ri'C'.'i'.Cii 

Ton.s Tons 

1 , 7.00 4^7 

2v4S7 354 

1,23,4 I 


1956- 57 

1957 - 58 

r95S-59 (two quarters; 
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Ma^agon Dock stated that against their quota from 1956 (uptq 
31-5-1958) totalling 2783 tons, they actually received 959 tons. 

14-5.6. A defect in the existing procedure is that there is no pro¬ 
vision for meeting any emergency requirements of shipping com¬ 
panies. There are also some small repair firms who arc not re¬ 
gistered with the Development Wing but as worker’s sub-contractors 
or arc patronised by some shipowners. At present these firms are 
not able to get their requirements of steel at controlled prices. In 
these circumstances, some shipping companies hav^e applied through 
the Directorate-General of Shipping for special releases of steel, but 
this has also not produced quick results. It is, therefore, desirable 
that there should be provision in the scheme to cover such cases. 

14.5.7. The position as ascertained by us is that the supply of steel, 
the largest single basic item required for ship repairs, is severely 
limited by the overall shortage of indigenous production and foreign 
exchange available for imports. In the slow and elaborate procedure 
of a.ssessment of capacity, fixation of quota, issue of certificate, classi¬ 
fication into categories, planning of production with the producers, 
release from stockists, arranging for imports etc. there is so much 
delay involved that steel is not available, when wanted, for an indus¬ 
try in which ready availability of supplies is of great importance. 
The allotted quotas are practically never fulfilled. Even when the 
quota in terms of total tonnage may be partially fulfilled, being 
carried forward from quarter to quarter, the supplies under specified 
categories arc, in practice, never commensurate with the indents of 
the firms on the Iron and Steel Controller- 

14.5.8. The Iron and Steel Controller informed us that the position 
regarding steel plates would ease steadily with the plans of Tatas to 
step up their production of plates to 1 lakh tons and of Rourkela to 
produce 2 lakhs tons of plates upto 109" width. He was of the view 
that the position would ease by the third quarter of 1960 and that, 
under such improved conditions of supply, the need for imports 
would largerly disappear and even non-regislered firms would be 
able to get their requirements from the market at normal prices. He 
also expressed the view that the supply of most of the other cate¬ 
gories of steel required for ship repairs would also improve when all 
the three Government steel plants go into production. 

14.6.1. In spite of the above hopeful picture, we are afraid that 
conditions of overall shortage will remain with us for some year.s to 
come In order to afford relief to the industry during this period 
w> make' the following recommendations. 

14.6.2. In view of the special position of the ship repair industry, 
the Development Wing of the? Ministry of Commerce and Industry 
should continue to give high pj’iority to the steel requirements of 
this industry and also take steps to ensure that avoidable proce¬ 
dural delays are eliminated. We understand that the issue of quota 
certificates is now centralised in the Development Wing and we 
recommended that arrangements should be made for the issue of 
quota certificates before the end of the quarter to which they relate. 

14.l3!3. The Iron and Steel Controller must make every possible 
effort to fulfil the quotas allotted to ship repair firms to the fullest 
possible extent. To the extent to which such quotas cannot be 
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fulfilled from indigenous producers or stockists, the repair firms con¬ 
cerned should be enabled to obtain the balance from abroad by issue 
of necessary import licences. It is necessary that the allotted quota 
should not only be fulfilled in terms of the total tonnage, but also 
of the specified categories applied for. 

14.0.4. In order to meet the emergency requirements of shipping 
companies and small ship repair firms not registered with the Deve¬ 
lopment Wing, the Iron and Steel Controller should on the recom- 
meridation of the Director General of Shipping, who may be the 
sponsoring authority for such cases make an ad hoc supply avail¬ 
able without delay to the company or firm concerned either from 
the producers or stockists. 

14.7. We also recommend that the entire position should be re¬ 
viewed, after the three Government steel plants have been in 
production for some time, in consultation with the all India Ad- 
visorv Body whose formation we are recommending in Chapter 
XVI." 

14.8. Timber.—Most indigenous varieties of timber used in ships 
are easily available. Imported timber usually comprises Oregon 
Pine and Lignum Vitae. Oregon Pine is used for dock sheathing, 
hatchboards, cargo battens etc. The import of this wood is stopped 
and the ship repairers arc unable to accept and fulfil orders due to 
shortage of this timber and have to use indigenous substitutes 
which are not wholly satisfactory. Lignum Vitae is used for lining 
stern tubs and rudder gudgeon bushes oi ships, but its import is 
very much restricted. A substitute known as Red Ebony, available 
in India, has been found to be satisfactory, but we heard complaints, 
particularly in Calcutta, that regular supplie.s of this timber were 
not available. It was also mentioned that some shipowners insist¬ 
ed on the use of Lignum Vitae. The quantities required of these 
two varieties of foreign timber are small and we recommend that 
imports of required quantities should be allow'ed until regular sup¬ 
plies of indigenous substitutes arc available. 

14.9.1. There are various items in regard to which the ship repair 
industi’V depends entirely on imports, e.g., special steels (nickle 
chrome, molybdenum etc.) stainless steel, tool steels, abra,sives, 
electrodes, copper ingots, Zinc etc. 

14.9.2. There are certain items of equipment and portable tools 
required by ship repairers e.g., welding sets, welding transformers, 
air compressors, pneumatic hammers and drills, cutting and drilling 
tools, measuring instruments etc., not yet manufactured in India 
which have to be imported. 

14.9.3. Other items of materials and ship stores.—I’here are 
several other items of materials and ship stores which are now 
partially manufactured in India. Some of these are as follows:— 

Boiler tubes. —upto 21” arc made by the Indian Tube Com¬ 
pany, Jamshedpur, but supply is very difficult. Tubes 
over 21" have to be imported. 

Pipes. —^M. S. between i" and 3" diameter are made by the 
Indian Tube Company, Jamshedpur, and the Kalinga 
Tubes, Cuttack. Other sizes of pipes and solid drawn 



tubes are not manufactured at present. It is stated 
that manufacture of solid drawn tubes upto 7" diameter 
will commence this year. Sizes of M.S. pipes and solid 
drawn tubes, which are not planned for manufacture, 
have to be imported. 

Electric cables,—Some types of cables manufactured in India 
have not yet been approved by major Classification 
Societies and these cannot be used on ships. Armour- 
e 1 o;;>.bles are not manufactured in India. Such cables 
have to be imported. 

Packing and Jointings.—Except for a few categories of joint¬ 
ings manufactured in India, all other types of jointings 
and packings have to be imported by actual users. It 
was complained to us that there was an acute shortage 
of packings and jointings commonly used on ships. 
Steel wire ropes.—Black and galvanised wire ropes of sizes 3” 
to 3^" circumference are manufactured in India, but 
the supply is both inadequate and delayed. Galvanis¬ 
ed unkinkable wire ropes for lifeboat falls are not 
manufactured at present in India. 

Galvanised sheets.—Although 1'atas manufacture sheets of 12, 
14, 16 and 24 S.W.G., supplies are very restricted. In 
the event of proved non-availability imports have to 
be allowed. 

Electrical accessories.—Such as resistances, relays, automatic 
switches, etc., being repliicement parts, have to be im¬ 
ported. 

14.9.4. There are numerous other miscellaneous items which are 
required for ships and which have to be imported. Some of these 
items are:— 

Pressure gauges 
Gauge glasses (Bishops’) 

Ebonite tubes or quills 

Port glasses 

Refractories 

Freon & Arcton gas 

Ball bearings 

Ships’ pyrotechnics 

Smoke-helmets 

Safety lamps 

Thermometers 

Thermostat equipment 

Gas leak detecting equipment 

Electronic stores (condensers, valves etc.) 

14.10.1. Most of the above items are required by ship repairers. 
Under the existing procedure, ship repair firms are recognized as 
Established Importers for import of certain materials required for 
ship repairs and as Actual Users for workshop spares and equip¬ 
ment. In both cases, and, particularly as Established Impiorters, 
their licences have been subject to drastic cuts in recent years. 
Since these items are absolutely essential for ship repairs, they 
should have the same preferential treatment as raw materials have 
ior other manufacturing industries. 
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14.10.2. Many nf the items of materials and ship-stores enumerat¬ 
ed above are the normal requirements of shipping companies and) 
they are not necessarily stocked and supplied by ship repair firms. 
Since these items are required for normal maintenance of ship’s- 
muchinery and equipment or at the time of major surveys, they are 
usually obtained by shipping companies direct from the market. 
Until the time severe import restrictions were enforced, most of 
these items were imported and stocked by ship chandlers, who were 
granted import licences for the purpose. As the licences granted 
to ship chandlers as Established Importers have now been drasti¬ 
cally cui'tailed. most of these items are not available. The ship¬ 
ping companies, therefore, have been forced to apply for ad hoc 
licences for these items and their applications are submitted to the 
Import Control Authorities through the Directorate General of Ship¬ 
ping, who recommend them after due scrutiny. Under the present 
Import Control Policy shipping companies are not recognised as 
Actual Users, and consequently the licences are either not, granted 
or granted after considerable delay, and their values are often 
drastically reduced. 

14.10.3. Ship chandlers arc the ti'aditional suppliers of many of the 
items of materials and ship stores both to Indian ships and foreign 
ships visiting Indian ports. It is desirable that they should continue- 
to import and supply these items, and to the extent such stores are 
supplied to foreign ships, the foreign exchange expenditure incurred 
is more than fully recovered. 

14.11. Ancillary equipment.—Most of the items under this head 
have to be imported at present. Even in foreign countries these are 
usually manufactured by ancillary industrial units which specialise 
in them, and some of the types are patented or controlled by pro¬ 
prietary firms. In the absence of industries producing all these 
diverse types of equipment in this country, ship builders and re¬ 
pairers have necessarily to depend on imported equipment for fit¬ 
ting out ships or for carrying out repairs. 

14.12. Spares.—It has been brought to our notice that consider¬ 
able difficulty is experienced in respect of import of bonafide spares 
for the main and auxiliary machinery of ships, particularly diesel 
engines, turbines, electrically driven engine room and deck auxiliar¬ 
ies navigational and radio equipment, etc. Most of these items 
have to be imported from the original manufacturers, since they 
are governed by proprietary rights, are of very specialised nature 
and are standardised for interchangeability. In all maritime coun¬ 
tries it is the normal practice to replace the various parts of 
modern diesel engines, turbines, etc. at specified intervals. All 
such spares are required to be examined and tested by the surveyors 
of Classification Societies and/or Government and the certificate 
must accompany the spares concerned. Further, these spares are 
not mass produced. They have therefore to be ordered well in 
advance and the ships have to carry a stock of such spares on board. 
Under the present procedure in respect of import of spares, the 
shipping companies experience the same difficulties as in the case 
nf ship stores. An additional factor which causes delay in the 
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matter of import of spares is that applications for such import are 
at present being screened from the point of view of availability 
from indigenous sources. This is not necessary as diesel engines; 
of the types and horse power installed on board ship and their 
spares are not at present manufactured in India. Hence, import of 
these spares has to be allowed to the required extent. 


MANUFACTURE IN INDIA 

14.13. The problem of indigenous manufacture of materials and 
eejuipment bristles witli many difficulties. In many cases the 
quantities involved arc 'yo .small that it will be uneconomic to 
undertake local manufacture. The possibility of standardisation of 
some of the items and also of pooling the requirements of various 
parties like shipbuilders, repairers, navy, port authorities, etc., 
should be examined. After the type anci quantities to be manu- 
factuved have been assessed, the question as to which individual 
firms have the best facilities for undertaking their manufacture 
should be considered. It will be necessary to arrange for the test¬ 
ing of the products by Government and Classification Society sur¬ 
veyors and repair firms before they are marketed. There is also 
the difficulty that some of the equipment is of high precision quality 
and the technique has yet to be developed within the country. It 
will be necessary to review the progress of the industries in respect 
of various items from time to time. In these circumstances, as we 
have already indicated in Chapter II, we have come to the con¬ 
clusion that the subject of progressive manufacture of these items 
is a vast subject requiring considerable time and study and that the 
Committee on Ancilliary Industries, which is a standing committee, 
is in a better position to pursue it. We are, therefore, making no 
recommendations on this subject. 

14.14.1. We have already pointed out that, for the efficient func¬ 
tioning of the .ship repair industry, it is important that it should be 
able to obtain easily its requirements of materials and equipment 
by imports where supplies from indigenous sources are not avail¬ 
able or are insufficient. Similarly, shipowners should be able to 
imnort their requirements of essential spares and ship stores for 
maintenance purposes without undue difficulty. We have also 
referred to the part played by ship chandlers in the supply of ship 
stores to Indian and foreign ships. Under the present arrange¬ 
ments, severe restrictions have been imposed on imports of all such 
materials, spares, ship stores, etc. The special considerations in 
respect of ship repairs and mamlenance have not been taken into 
account and the imports are subject to the same policy restrictions 
as other classes of imports. We consider that, in order to remove 
the presenr difficulties, the overall import needs indicated above 
should bo dealt with separately from those of othei- industries/ 
importers and provision made to meet them directly. Wc accord¬ 
ingly make the following recommendations:— 

14.14.2. A special foreign exchange quota should be established 
for the ship repair industry for import of materials required for 
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ship repairs and workshop spares and equipment. The quota should 
be sufficiently large to meet the needs of the industry. It may 
be administered by the Development Wing of the Ministry of Com¬ 
merce and Industry and a liberal licensing policy should be follow¬ 
ed in lespcct of the imports, subject to proved non-availability from 
indigenous sources. 

All policy questions concerning the fixation of this quota, its 
aciniinistration etc., should be dealt with in consultation with the 
all India Advisory body which we are recommending later. 

14.14.3. A special foreign exchange quota .should be established 
for the import of spares, ship stores, etc., required by shipping 
companies. This quota may be administered by the Directorate 
General of Shipping, who will scrutinise the essentiality of the re¬ 
quirements. This quota should be fixed taking into account the 
requirements of the shipping companies. All policy questions con¬ 
cerning the fixation of this quotas, its administration etc., should 
be dealt with in consultation with the Indian National Steamship 
Owners’ Association. 

14.14.4. The decisions of the Development Wing and the Direc¬ 
torate General of Shipping as to the necessity for imports should be 
accepted by the Import Control Authorities for is.sue of licences. 

14.14.5. A more liberal policy in regard to imports of essential 
ship stores by ship chandlers should be followed subject to scrutiny 
as to quantities applied for and non-availability in India. 



CHAPTER XV 


CUS'l'OMS PROCEDURE 

15.1. Although customs procedure is not one of our terms of 
reference, we propose to deal with it in some detail as it has con¬ 
siderable impact on the ship repair industry. The present procedure, 
in its day to day working frequently results in delays in the com¬ 
pletion or repairs. This is one of the factors which seriously affect 
the ability of ship repairers in India to make competitive quotations 
of time and cost of repairs. The problem has several faces like 
clearance of ships’ parts for repairs, removal of condemned 
materials, clearance of parts imported from abroad, etc. We shall 
first state the nature of the difficulties experienced and then discuss 
some improvements which were suggested to us. The problem is 
primarily of importance with respect to Calcutta and Bombay, as 
these arc the main repair ports, but the difficulties and delays occur 
at other ports also. 

MACHINERY PASS SYSTEM 

15.2. Taking first the questions of clearance of machinery parts 
between ships and shore workshops before and after repairs, the 
matter was, prior to 1956, regulated by the Machinery Pass Rules 
issued by the Customs Department. Under those rules, the ship 
repair firms were allowed to pass such materials without payment 
of duty either by lodging a permanent deposit with the customs 
authorities or by executing a separate guarantee on each occasion. 
The ship repair firms generally made a permanent deposit and were 
granted a general pass under which they were able to clear machin¬ 
ery parts, both to and from the workshops, without undue difficulty. 
The check whether the parts removed or brought back tallied with 
those stated in the pass, was made at the gate. 

15.3. In August 1956, the procedure was changed and more 
elaborate arrangements were introduced. Under the new procedure, 
the repair firm have to make a deposit and execute a stamped letter 
of guarantee, agreeing to abide by the rules under the now pro¬ 
cedure, empowering the customs authorities to forfeit the amount 
of deposit for any breach of the rules and also authorising any 
customs officer to enter the workshop or office of a repairer at any 
time. When any machinery part is to be removed from the ship 
to the workshop for repairs, the ship repair firm has to make out 
a machinery pass in each case in quadruplicate, duly signed by the 
ships’ officer concerned and a supervisor of the repair firm, and 
submit it to the customs authorities. The customs officer concerned 


73 



74 


then permits the landing of the maehinery after necessary verifica¬ 
tion on board of the description, quantity, value, etc. by endorsing 
all the copies, of which he retains the original. The officer may, in 
cases in which the articles are not likely to be re-shipped or where 
the value declared appears unduly low, detain the articles for 
appraisement. Articles declared as condemned are sent for 
immediate assessment of duty. The customs officer at the gate 
makes a pliysical verification that only the goods mentioned in the 
pass are being cleared and endorses ihc remaining three copies of 
the pass, of which he retains one for transmission to the Custom 
House. On return of the goods from the workshop, the customs 
officer at the gate makes a similar check and endorses the third 
and fourth copies of the pass. When the goods are brought back 
to the ship, the above copies are required to be signed by the ship’s 
officer and supervisor of the repair firm. Thereupon, the customs 
officer concerned checks that they are actually reshipped and 
endorses these copies accordingly and retains the third copy with 
him. The third copy together with the original, is then passed on 
by him to the Custom House for record. 

15.4. Although the procedure is basically the same both in 
Calcutta and Bombay, the actual administrative arrangements and 
the nature of the problems which have arisen are slightly different 
at these ports. We shall now deal with them in detail. 

15.5. Calcutta .—As regards the actual arrangements in Calcutta, 
where a ship is loading or discharging cargo in the docks, the 
customs officer assigned to the .ship is authorised to sign the 
machinery pass. In other cases, the customs officer at the 
appropriate check post has to be contacted and his signature obtain¬ 
ed and, where parts arc taken to a workshop by launch, e.g., from 
a ship moorings, the launch has to be taken to Outram Ghat, where 
a customs officer is stationed during working hours. No customs 
officers are stationed in the premises of the repair firms. 

15.6,1. The main criticism of the existing arrangements falls 
under two broad heads. The first is that, owing to the elaborateness 
of the procedure, numerous difficulties arise in its day to day work¬ 
ing. Some Instances of the actual difficulties experienced are given 
below: — 


15.6.2. Every ship has to obtain a rotation number from the 
Custoin House and this number is required to be inserted in every 
machinery pass relating to the ship. This number can be obtained 
only during the working hours of the Custom House and, if the 
ship arrives outside working hours or arrives in a place away from 
the Custom House like Budge Budge, there is delay in getting the 
number. Hntil the number is obtained, it is not possible to remove 
or ship any parts for repairs. This is a serious difficulty, particularly 
in the ca.se of tankers which call at Budge Budge only for short 
periods. 

15.6.3. The filling of the machinery pass with all required details 
and getting them signed by the ship’s officer, supervisor of the reoair 
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firm and the customs officer entail considerable delay in actual 
practice. 

15.6.4. At the time of carrying the parts back to the ship, the 
original copy retained by the customs officer is required to be traced 
by the repair firm’s representative for checking with the repairer’s 
copy. Serious delay often results in tracing the copy lodged with 
the customs officer. 

15.6.5. When a vessel shifts from one berth to another or from 
moorings to docks or vice-versa, the original copy lodged wiih the 
customs officer is forwarded to the customs check point at the new 
berth. Frequently there is delay in transmitting the document and 
often it gets lost, with the result that a further copy has to be pre¬ 
pared, and re-shipment of the machinery part is delayed. 

15.6.6. If the mactiiriery parts taken out lor repairs are not 
returned to the ship before she leaves the port they have to be 
shipired on her next calt. The repairer is then required to secure 
the original copy from the Custom House. This copy is frequently 
not traceable and, even if traced, cannot bo obtained without loss 
of time. 

15.C.7. It was stated by Hooghly Docking that the customs 
authorities were reluctant to accept the machinery passes from the 
workmen, lorry drivers, or attendants but insisted that a foi'eman 
or supervisor should be available to explain the items mentioned 
in the pass. As they had limited supervi.sory staff, this entailed 
urmecessary waste of time. Garden Reach stated that they had to 
maintain a' .special stalT of gunners exclusively for this work. 

15.7.1. The other t,\pe of difficulties experienced arise from the 
•deficiencies in the administrative arrangements. It was stated that— 

(a) there are too few’ customs check posts; 

(b) the staff is inadequate; and 

(c) the staff is rarely available outside working hours. 

15.7.2. With regard to (a), it was stated that there was no 
customs post in or near the Kidderpore dry docks and all formalities 
had to be complied with at Nos. 5 and 7 sheds; similarly for ships 
in the coal docks, the formalities had to be complied with at No. 22 
Kidderpore docks on the other side of the docks, which entailed 
crossing the swing bridge. Likewise, for ships berthed between 
11 K.P.D. & 21 K.P.D. and off 28 and 29 K.P.D., the machinery pass 
had to be obtained from the customs shed at 28 K.P.D. For ships 
lying in river moorings, even in Matiabruz, the permission had to 
be obtained from the Outram Ghat. 

15.7.3. As regards (b) and (c), it was mentioned that customs 
officers were available only from 8 a.m. to 5 p.m. on working days 
and from 8 a.m. to 2 p.m. on Saturdays. Owing to inadequate staff, 
the available officers were sometimes busy with other work and 
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were not available to deal with machinery passes promptly when 
approached. No customs officer was available on Sundays and 
holidays, except for specific cases on special requisition in advance 
and on payment of over-time fees. It was not possible to anticipate 
in advance what emergency repairs would arise and what parts 
would have to be removed. Under these conditions it was practi¬ 
cally impossible to remove parts for urgent repairs until the next 
working day. 

15.8.1. Bombay .—The arrangements in Bombay are slightly 
different from those in Calcutta. There are customs officer station¬ 
ed in the premises of the Mazagon Dock and the Scindia Workshop, 
who check the arrival or clearance of machinery parts at the work¬ 
shop gates or at the adjoining bunder gates if parts are brought by 
launches. As regards the docks, these are divided into sections and 
only the section officer concerned with the dock in which the ship 
is lying is empowered to sign the machinery pass. Articles are 
allowed to be landed from vessels in stream moorings and taken to 
the Mazagon Dock or Scindia Workshop, but in such cases the 
machinery pass is required to be signed by the boarding officer. 
The boarding officer in these cases is the customs inspector at the 
Custom House in charge of the customs officers stationed at these 
workshops. The boarding officer sends suitable advice to the bunder 
gate concerned and, if the vessel later moves to the docks, he trans¬ 
fers the papers to the section officer concerned. Some instances of 
the difficulties experienced in Bombay are as follows: — 

15.8.2. It is often difficult to locate the section officer and to get 
him to visit the ship concerned for signing a machinery pass. There 
are not enough section officers and sometimes a full day is lost in 
the process. 

15.8..T Difficulties similar to those experienced in Calcutta arise 
when a ship is shifted. 

15.8.4. There are no arrangements for issue of machineiy passes 
outside working hours and on Sundays and holidays, except by 
special arrangements in advance and on payment of overtime fees. 
It may be mentioned that the Mazagon Dock and the Scindia Work¬ 
shop have also to bear the expenditure on the customs staff posted 
in their premises. 

15.8.5. There arc often difficulties in asse.ssment of value and 
such cases are referred to the Custom House with resulting delay. 

15.8.6. There are no arrangements for clearing lorries through the 
gates of the port during the lunch interval. 


CLEARANCE OF SPARES, MATERIALS ETC. 

15.9. Another type of difficulty arising from customs procedure 
is in connection with the shipping of materials, spares and replace¬ 
ments fabricated in the workshops or imported from abroad and 
removing of condemned materials or parts from ships. At present 
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!?uch items are shipped on shipping bills for free goods (Form. 
CH. 412). These are generally prepared by the repair firms and they 
have to get them endorsed by the ship-owners or agents and then 
by the Custom House. It is stated that the shortest period which 
the Custom House takes to pass them in 48 hours and often it takes 
a longer time. 

10.10.1. Some of the specific difficulties arising from the present 
procedure which have been mentioned to us are as follows: — 

15.10.2. Even items specially manufactured locally for a particular 
ship like hatch boards, shifting boards etc. can be shipped only after 
negotiating shipping bills through the customs. Similarly for port¬ 
able plants, oxygen cylinders etc. required for repairs elaborate 
formalities have to be gone through. 

15.10.3. Transfer of spares from a foreign going ship to a coasting 
ship is extremely difficult and is rarely allowed even where both the 
ships belong to the same owner. This is presumably due to the dis¬ 
tinction made for customs purposes between ‘foreign’ and ‘coasting’ 
ships; consequently spare parts from ‘foreign’ ships have to be 
cleared inward through customs before they can be transferred. 

15.10.4. A foreign-owned vessels arriving for repairs and having 
on board special spares or materials which are not available in 
India, cannot land them for workshop action before fitting, without 
elaborate guarantees including liability to pay customs duty and 
any fine or penalty imposed by the customs or import control autho¬ 
rities. If any customs guard, is posted at the workshop for the 
purpose, the charges have to be borne by the workshop. 

15.10.5. Guarantees are similarly required when, in the course 
of repairs, it becomes necessary to land ashore items like oil drums, 
bunker oil, stores, Deck Planking etc. Such items, when kept in 
port trust bond, are not allowed to be re-shipped until near the time 
of sailing and sometimes part of the consignment is found mi.ssing, 
with resulting complications and liability to duty. 

15.10.6. In the case of foreign-going ships, when spare parts are 
imported from abroad by air for urgent repairs, there is often delay 
in getting them on board ship. Even after the imported parts are 
put on board under customs supervision, they cannot be immediate¬ 
ly fitted on the ship. Under the existing rules, they can be fitted 
only on the next call of the ship when such imported parts are 
treated as forming part of the ship’s equipment. The only way to 
put them to immediate use is to clear them formally through customs 
as imports after payment of duty. 

15.10.7. Difficulties are sometimes experienced in clearing parts 
which are condemned or spares which have become obsolete, but 
which the owner may wish to retain for possible future use. Such 
items have to be invariably cleared after assessment and payment 
of duty. In some ca.ses original invoices, which may not always; 



be available, are required to be produced. Sometimes the assese- 
ment of value is high and generally there is delay in going through 
the procedure. 

15.11. We feel that most of the above difficulties have arisen 
because the existing procedure does not appear to have been evolved 
with the special needs of the ship repair industry in mind. In this 
connection we shall refer to certain points mentioned by the 
Mazagon Dock in the course of their evidence. They have pointed 
out that the Sea Customs Act and the rules issued thereunder are 
primarily designed to deal with landing of passengers, baggage, 
cargo, levy of customs duty etc. and do not contain any provisions 
directly applicable to ship repairing and that the procedures 
applicable to these matters have been mechanically extended to 
ship repairs. They have stated that the revision of the machinery 
pass system in 195G, which was considered to be a tightening up 
by the customs authorities, has, from the ship repairer’s point of 
view, aggravated an already inflexible piocedure which does not 
lend itself to the needs of the ship repair industry, the essence of 
which is speed. They have mentioned that the ship repair work 
on the scale undertaken by them operates on a series of repeating 
‘guarantees’ executed with monotonous regularity with the customs. 
Their concern lies in the time taken to enter into the guarantees 
and ahso the strict impositions which could be made against a ship 
repairer for any error which may unwittingly be made by anyone in 
a large establishmcmt. 

15.12. Whatever the correctness of the legal position stated above 
may be. there is little doubt that the present procedure affects the 
ship repair industry adversely in that it inevitably results in increas¬ 
ing the time and cost of repairs. For this reason, we recommend 
that the entire policy should be reviewed and necessary changes 
made in the procedure. 

15.13. Taking first the machinery pass system, the previous system 
of issuing a general pass and of checking the goods at the gate was 
changed into one of individual passes and of checking on the ship, 
presumably with a view to obviating smugglin,g. While the purpose 
in view is unexceptionable, one cannot help feeling that the interests 
of the ship repair industry have been ignored, or to some extent, 
even sacrificed. In view of the crisis through which the industry is 
-passing, it is necessary that each of the factors which affect the 
competitive position of shij) repairers in India should be examined 
afresh, having duo regard to the difficulties experienced bj' them. 
We have explained that in regard to the machinery pass system the 
present difficulties are mainly due to the elaborateness and com¬ 
plexity of the procedure. It is easy to visualise how in cases of 
emergency repairs or large scale repaii's, these difficulties can 
cumulatively lead to avoidable loss of valuable ship’s time or 
increase in costs. We, therefore, recommend that a new procedure 
should be evolved bearing in mind the special need of the ship 
repair industry which, while protecting Government’s interests, 
should be simple in operation and eliminate the factors inhibiting 
the industry at present. 
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15.14. It is c lear tba' the two factors which militate against speed 
are the preparation, filing and subsequent tracing of several copies 
of the machinery pass and the requirement that a customs officer 
should inspect every consignment on the ship before removal and 
on return. The latter will always be a serious problem unlc-ss the 
Government can increase the strength of the customs staff consider¬ 
ably, which may not be feasible. In our view it would be sufficient 
if tire master of the ship or the Chief Engineer, as a representative 
of the ship-owner, and the supervisor, as a representative of the 
ship repairer, sign the machinery pass. A copy of this pass duly 
endorsed by the customs officer at the gate should be passed on to 
the Custom House within a stipulated period. This will, in effect, 
mean reverting to the general pass system, but some approach to 
this system is inevitable if any real improvement is to be effected. 
However, to protect Government’s interests, it may be stipulated 
that an overriding guarantee should be furnished by the shipowner 
or the agent and the ship repairer, accepting responsibility for the 
actions of their respective officers in connection with the working of 
this system. In order to further reduce the delays, it is suggested 
that one or two gates in each dock may bo specified through w'hich 
only all lorries carrying ship repair materials and parts should pa.ss 
both outward and inward. 

15.15. We appreciate that the consideration of the changes in 
policy and procedure on the lines recommended by us may require 
same time. The difficulties experienced under the present pro¬ 
cedure, however, are so acute in relation to expeditious handling 
of ship repairs, that we consider that some immediate improvements 
in the existing administrative arrangements are called for until such 
time as the above recommemdations are considered and implemented. 

15.16. One of the most serious difficulties at present is the non¬ 
availability of customs officers when required. It is, therefore, 
necessary that an adequate pool of customs officers, both during and 
outside working hours should be made available so as to cut down 
delays, 

15.17. As regards the actual improvements to be made, the follow¬ 
ing suggestions were put forward by the interest concerned. 

The customs staff handling machinery pass work should be 
strengthened. 

The Collector should formally authorise all customs inspectors 
available in the dock concerned to assist in all matters connected 
with removal or return of machinery parts. 

During the hours 5 p.m. to midnight, two customs officers for 
each dock should be available for this work at known addresses, 
with telephone facility, whore they could be contacted without 
delay. 

From midnight upto 8 a.m. one customs officer for each dock 
should be available for this work at a known address with telephone 
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facility. Similar arrangements should be made for Sundays and 
holidays. 

These suggestions apply to both Calcutta and Bombay and we 
recommended that they should be accepted and implemented by 
Government. 

15.18. Other ports .—We heard complaints in Cochin and Madras 
also that considerable time is spent in complying with customs 
formalities for taking tools etc. to the ships and also in bringing parts 
to the workshops for repairs and returning them to the ships. We 
consider, however, that these difficulties would be overcome if 
changes arc made in the procedure on the lines recommended by 
us. 


15.19, Coming t.o the difficulties regarding shipment of spares etc. 
we have pointed out that they arise because the classification of 
ships into ‘foreign’ and ‘coasting’ ships for export and import trade 
purposes is not strictly relevam for shipment landing of apare.s or 
machinery parts. This view is supported by the fact that such 
items are non-consumable item.s and are not subject to duty. These 
items eventually become a part of the fixed eciuipment of the ship 
concerned. For these reason.s, we recommend that they should be 
treated differently from .ship stores and they should be allowed to 
be shipped freely subject to such formal documentatioii as may be 
prescribed for record i^urposes. To ensure that (jnly honafide repair 
materials are shipped, it may be stipulated that a re.sponsible officer 
of the shipowner, the agent or the ship repairer should certify the 
items which are proposed to be .shipped. 

15.20. We also recommend that no rc.strictions should be imposed 
except tho,se required for record purposes on the fitting of new parts 
on ships undergoing repairs by transfer of parts from another ship 
of the same owner or from bond or by import from abroad. We 
also recommend that shipowners and ship repairers should be 
allowed to avail themselves of bonding facilities on a liberal scale 
and at a reasonable cost, so as to make them to maintain a stock of 
spares, old parts or imported iteins for issue to ships. Such facilities 
arc available to a limited extent in Bombay but are not available 
in Calcutta. This facility would greatly assist the industry in cutting 
out avoidable delays in obtaining or supplying spares required during 
repairs. 



CHAPTER XVI 


GOVERNMENT CONTROL AND ADVISORY MACHINERY 

16.1. In our questionnaires to the various parties, we enquired 
whether they considered that any form of Governmental control 
in respect of ship repairs would lead to an improvement in the 
existing conditions. From their replies we find that it is more or 
jess the unanimous view that there would be no advantage in any 
Governmental control in this matter. They emphasise that adequate 
engineering facilities for repairs are available and that the real 
difficulties arise from the inadequacy of port facilities and the 
restrictions on the import of essential materials and equipment. 
They consider that efforts should first be directed to overcoming 
these difficulties. Vv^e agree with this view. 

16.2. We also enquired whether they considered it desirable that 
any advisory or consultative body, central or local should be set up 
to deal with matiers relating to ship repairs. On this question, 
there is no direct iixprcssion of opinion on the need or desirability 
of setting up of a body on an all-India basis. Most of the parties 
consulted have stated that the .setting up of local machinery would 
be useful, although some of the replies stress that, what is more 
important is to find solutions for the difficulties experienced rather 
than set up advisory machinery. Among those who arc in favour 
of local committees, Scindias consider that such committees may 
be set up at Calcutta and Bombay to deal with matters regarding 
repair berths, dry dockings etc. Ship repair firms, shipowners and 
Port Trusts should be represented on these committees. They may 
work out an advance programme fiom time to time for providing 
repair berths and dry docks for ships. The committees should also 
be able to help shipowners in approaching import control authorities 
for import of spares or materials which may be required for ship 
repair’s. Other Indian companies appear to agree generally with 
these proposals. The Bharat Line suggest that the Director General 
of Shipping should be the Chairman. The Indian National Steam- 
.ship Owners’ Association has suggested that such committee should 
be set up at all major ports for the purpose of assisting shipowners 
and ship repairers in obtaining import licences. The committees 
may further be of help in finding indigenous sources of supply for 
siome of their requirements. 

16.3. Among others consulted, Mackinnon Mackenzie consider 
that the committees should be fully representative of foreign and 
Indian shipowners. Burma Shell suggest that the committee should 
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include shipping companies, port authorities, ship repairers and 
customs officials. The American Bureau considers that Classification 
Society surveyors should be represented on the committees. The 
principal ship repair firms have also favouKcd the setting up of local 
committees. The Mazagon Dock have suggested that, as urgent 
situations arise, the Committees should, while being of an advisory 
nature, speak with sufficient experience and authority so that the re¬ 
commendations put forward by them would be acted upon promptly 
and effectively. The Scindia Workshop feel that such com¬ 
mittees may co-ordinate the allocation of dry docks and repair berths 
and act as the final authority for recommending import licences. 
The Shalimar Works consider that the committees would be of use 
only if they arc able to speed up grant of licences etc. and remove 
other hindrances to ship repair work. 

16.4. Our discussions have revealed that there is need for an¬ 
al l-India organisation of ship repairers and ship builders for two 
purposes. A.t present there is no representative body for the ship 
repair industry as such, and in relation to Government, its pro¬ 
blem are dealt with through the Engineering Associations. As the 
improvement and expansion of ship repair facilities arc likely to be 
included in future Plarrs, we consider that it is dosirabU; that there 
should be an organisation which exclusively represents this industry 
and which can be consulted by Government. This organisation 
wa)uld be able to represent to Government, with authority, matters 
of importance concerning the industry. The second consideration 
is that such an organisation can better deal with problems of interest 
to the industry as a whole and also pj'oblcms of research, .standai'd- 
isatiori etc. This aspect is assuming importance in connection with 
the progressive manufacture of equipment etc. required for ship¬ 
building and ship repairs. We, therefore, consider that the forma¬ 
tion of an all-India organisation of ship repairco's and ship builders 
is necessary and desirable in the interest.? of the; industry and that 
the Government should encourage the formation of such an orga¬ 
nisation, and accord recognition to it, when formed. 

16.5. Although no definite opinions were ('xpressed regarding the 
setting up of an all-India advisory body, we consider that it is 
desirable that such a f)ody with representatives of ship repairers, 
.shipbuilders, shipowners- major ports and departments of Govern¬ 
ment directly concerned (c-g-, Director General of Shipping, 
Customs, Import Control, Navy, Development Wing, etc.) .should be 
set up. We accordingly recommend the formation of such a body 
to deal with and advise the Government on all matters pertaining 
to the industry as a whole. This advisory body may be attached 
to the Ministry of Transport and Communications and be presided 
over by the Minister. 

16.6. As regards local committees, we consider that, until repair 
facilities are improved at other major ports, there is scope for useful 
functioning of such committees only at Calcutta and Bombay. The 
committees may be presided over by the Chairman of the Port Com¬ 
missioners or the Port Trust and should include the repre.sentatives'. 



■of the local Customs, Import Control, Navy Development Wing and 
Mercantile Marine Departments and the various commercial 
interests concerned viz., ship repairers, shipowners, and agents. 
They should be advisory bodies and should deal with matters con¬ 
cerning general improvements in repair facilities, repair berth and 
dry dock programmes, availabilities or shortages of ship repair 
materials etc. We accordingly recommend the formation of local 
.advisory committees at the port of Calcutta and Bombay. 



CHAPTER XVII 


Miscellaneous matters 

17.1. In this chapter we shall deal with certain matters which . 
though not directly arising from our terms of reference, neverthe¬ 
less have a bearing on them. 

17.2.1. Types o£ repairs which are difficult to carry out in India.— 

There are certain types ol repairs and renewals which cannot at 
present be properly carried out in India. Some of these items are 
listed below. 

17.2.2. Tail shafts.—If the tail shaft of a medium or large sized 
vessel is condemned, it cannot be replaced in India. At present only 
rorgings of 8" to 9" dia and of limited length can be made in India. 
The proposed heavy forging and casting factory at Ranchi may be 
able to undertake this type of work. 

17.2.3. Tail shaft liners.-At present there are no facilities to 
shrink gun metal liners on the tail shafts when they require rene¬ 
wal. 

17.2.4. Propellers.—Although repairs to propeller blades are 
undertaken to a limited extent, replacement of large propellers or 
repairs to undetachable propeller blades cannot be undertaken in 
India. 

17.2.5. Anchors and chain cables.—Only minor repairs can now 
be carried out in India, There are no facilities for testing chain 
cables. 

17.2.6. Lifeboat Davits of Gravity or Imffing types.—Only minor 
repairs can now be carried out in India. 

17.2.7. Main engines.—In the case of steam reciprocating engines, 
almost all repairs can be carried out, except a few items such as 
renewal of matallic packings, piston rings etc. As regards steam 
turbines, reblading of rotors and castings cannot be carried out in 
India. 

With regard to diesel engines, as is the practice abroad, repairs 
are carried out mostly by fitting spares which the ships often carr3L 
The difficulty in this case is mainly with regard to the import of 
spares, to which we have referred earlier. 

17.2.8. Dynamic balancing of rotors.—There are difficultie.s in 
arranging this work. It is understood that one general engineering' 
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workshop has some facilities and that the Naval Dockyard is also 
setting up a machine. 

17.2.9. Repairs to precision instriiineiits. —Most of the intricate 
instruments, particularly those electrically operated, cannot be satis¬ 
factorily repaired in India at present. 

17.2.10. Repairs to electrical machinery, switch gear etc. —Diffi¬ 
culties are experienced in undertaking major repairs to some of these 
items. 

17.2.11. Aluminium lifeboats. —There arc no facilities for building 
or repairing welded aluminium alloy lifeboats. There is also diffi¬ 
culty in obtaining materials of correct specifications. 

17.3. Specialised repairs. —There are fairly adequate facilities for 
carrying out refrigeration repairs, insulation work and laying of 
deck composition through authorised sub-contractors. At present 
Marconis have agreements with most Indian shipping companies, 
either for rental/maintenance or for servicing their radio equip¬ 
ment and they attend to all specialised repairs to the equipment. 
There are, however, only limited facilities for repairs to radio-navi¬ 
gational aids and electronic equipment. 

17.4. Diving and underwater repairs. —There are inadequate 
facilities at Indian ports for carrying out minor repairs to the un¬ 
derwater parts of a ship while afloat. All major ports have divcr.s 
who can locate damage or faults, but there is very little equipment 
for underwater repairs. The port of Cochin possesses welding and 
cutting equipment, but it has not been brought into use. If similar 
equipment is available at all major ports and trained personnel is 
available, it may be possible to carry out minor underwater repairs 
afloat and thereby avoid dry docking in cases in which such repairs 
are feasible. 

17.5. Chipping and painting. —Traditionally chipping and painting 
are cheaper in India than in European ports, in spite of mechanisa¬ 
tion of the work in the latter ports, owing to lower labour costs in 
this country. Upto last year the chipping and painting industi'v 
was not subject to any regulation or control and the contractors 
competed for the work and were free to engage such labour as they 
wanted on terms which were agreed to between them and the labour 
union concerned. Last year Government introduced the Bombay 
Unregistered Dock Workers Regulation of Employment Scheme. 
Similar schemes were notified for the ports of Calcutta and Madras 
•also. Under the provisions of the scheme, all the employers and 
‘he chipping and painting workers were to be brought under a 
register and it was further provided that no employcu' or worker w^ho 
was not qn the register of the Dock Labour Board could engage in 
the industry in the port. This is the first step towards the regulation 
of work in the port so far as this section of indu.stry is concerned. 
The next step would be for the Dock Labour Board to regulate wages 
and conditions of employment of the workers, including provision of 
under-employment and unemployment relief, welfare amenities etc. 
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The contractors have represented that the mtrodirctihti' of this; 
scheme has affected the discipline of chipping and painting labour. 
They fear that the costs will also rise with the result that, this workr. 
may he diverted from Indian ports. As this is an cstahffshad in¬ 
dustry in Indian ports, every effort should be made to retain the 
existing quantum of chipping and painting work. It i;s; for consiv- 
deration whether this should be done by linking the '^rages with 
output or by partial mechanisation or both. 

17.6. Facilities in Naval Dockyard.—The Indian Navjsi' Dockyard' 
workshop in Bombay has facilities for certain types of srork which 
are not available in other workshops; for instance, it has facilities 
for steel castings, machining rri'f-dium length shafts, etc.. It is also 
likely to acquire specialised additional equipment in mture. We 
recommend that, to the extent the Dockyard possesses such special 
facilities, they should be made available to .ship repair firms or 
shipping companies whenever they need thercr. 

17.7. Disposal of steel scrap.- It, has been reported I.g-us tb.rt the 
procedure for disposal of scrap by ship repafr firms is eumbe.=;'some. 
Under the existing procedure, melting scrap is requirec: to be offered 
in the first instanc:e to electric furnace owners and rc-roirable scrap 
to recognised re-rolling mills. If furnace ewners are not inigre.sled 
in buying melting scrap, the sliip repair firms can then auction it., 
■As regards re-roilable scrap, in case the le-rolling nulls are not in- 
'tere.sted in buying it, the repairers are required to offer it to regis¬ 
tered stockholders; the impairers arc authorised to dispose of if 
only if none of the slookholdtms is intere'Acd. In alt cases, the scrayi 
is treated as an item of import by the customs authorities and the- 
firms concerned liave to obtain a custocn clearance permit from the; 
Iron and Steel Controller. All these processes entail considerable- 
correspondence and delay and, in. the meantime, the scrap accumu¬ 
lates so rapidly in the workshop premise-s that it serioush* limHs 
their storage and even working space. We recommend that fhe 
procedure should be simplified and the Iron an.d Steel Con¬ 
troller should be given authority to issue ftnal disposal instruc¬ 
tions without the ship repair firms having to enter into profonged 
correspondence with furn: '.^ owners and-or rc-rolling mills. 

17.<’. -Levy of customs duly in cases where duralion of repairs 
exceeds three months. -Wc were informed in Calcutta that, in cases 
where the total duration of surveys or repairs exceeds three months, 
the customs authorities treat the ship as having changed from 
‘foreign’ to ‘coasting’ and all the stores etc. on board as having been 
cle.ired into the country, and recover customs duty on them. Al¬ 
though it appears that refunds are obtained subsequently, we feel 
that, as occasionally delays in repairs are bound to occur, the 
procedure should be so modified that the formality of levying customs 
duty does not arise in such cases, 

17.9.1. Application of the Factories Act to the Ship repair 
industry.—Two important difficulties arising from the application 
of the Factories Act to the ship repair industry were mentioned to 

us. 




til 

17.9.2. Section 58 of the Act prohibits over-lapping shifts in any 
factory but the State Government (or the Chief Inspector) is em¬ 
powered by written order to exempt any specified factory or class or 
part of factories or any categories of workers from this provision. 
The continuity of fabrication and machinery work in ship repairs 
requires that the second shift in a workshop should begin sometime 
before the end of the first shift, so that the charge hands and the 
workers may take over and continue the work without interruption 
from the workers of the first shift. Technically such arrangements 
would be regarded as overlapping shifts and this industry has not 
been granted any exemption under the Act. Some w'orkshops have 
tried to get over the difficulty by allowing only the charge hands 
to overlap. We would recommend to State Governments that appli¬ 
cations from ship repair firms for exemption under the Act should 
by sympathetically considered as the rigorous enforcement of the 
Act adversely affects continuity and speed of ship repair work. 

17.9.3. Section 64 of the Act seeks to restrict o\-ertime work by 
factories, but power is again conferred on State Governments to 
gi'ant exemptions. Under the Factories Rules, however, the only 
exemption granted to the ship repair firms in respect of ‘urgent 
repairs’, which has been defined as work done to machinery or plant, 
but only in so far as it may be necessary to avoid serious inter¬ 
ference with the ordinary working of the undertakings. In other 
words, the exemption appears to be restricted to urgent maintenance 
requirements of the workshop itself, and docs not extend to urgent 
repair work on ships, ft has been stated that this has a serious 
restrictive effect on ship repair work. Working of overtime in ship 
repairs is unavoidable owing to various factors like shortage of 
certain types of skilled labour, availability or berths/drydocks etc. 
for limited periods, inadequacy of work for regular additional shifts 
etc. and the primary importance of the time fat;tor. We under¬ 
stand that there are no such restrictions on this industry in foreign 
countries. In view of the difficult period through which the industry 
is now passing in this country, it is desirable' to remove such res¬ 
trictions. We therefore recommend that exemptions should be freely 
granted to ship repair firms from the operation of the above ection. 

17.10. Fresh water supply to ships in parts.—Although this 
subject does not strictly relate to ship repairs, we heard complaints 
almost in all the major ports, and particularly in Calcutta, Madras 
and Cochin (and also Tuticorin), that it was becoming increasingly 
difficult for ships to obtain their requirements of fre.sh water. Ins¬ 
tances were mentioned to us in which ships had to be diverted to 
other ports for fresh water supplies. The nature of the difficulties 
appears to vary from port to port. In Calcutta the supply is con¬ 
trolled by the Municipal Corporation and the main I'Oltleneck 
appears to be inadequacy of water barges. In Cochin the supplies 
are inadequate. Some of the ports have schemes for improving the 
supplies. We have referred to this matter in view of its importancs 
and we suggest that the port authorities should take all possible 
steps to remove this difficulty. We also recommend that, where 
necessary, the port authorities should permit private parties to own 
and operate water barges within the ports for supplies to ships in 
stream. 
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17.11. Commiinicalions between ship and shore. —The ship repair 

firms have represented to us that they have been unable to got 
licences for operating two-way V.H.F. (‘Walkie-talkie’) sets for 
communications between ships and workshops whenever repairs are 
carried out in stream. As this will facilitate quick communications, 
we recommend that applications for such licences sHould be 'Sympa¬ 
thetically considered by the P. & T. Department. * 

17.12. Hire of port craft or equipment. —It was mentioned to us 
that recently when the Bombay Port I’rust was approached for a 
dredger for dredging the approaches to a priv’^atc slipway in the 
port, the Port Trust dema}ided, in addition to the usual deposit of 
Rs. 10,000 taken in such cases, a further security deposit of Rs. 8 
lakhs, presumably again.st the value 0 ‘ the dredger. Quite apart 
from the question of rc.sponsibility for dredging such approaches 
and channels, the imposition of such onerous conditions would make 
it impossible for shipping companies or ship repair firms to obtain 
port craft or equipment for essential requirements. The position 
should be reviewed and if such requirement of heavy deposits is 
based on any existing laws or rules, these should be suitably amend¬ 
ed. 

17.13.1. Port charges for repair work.—The Indian National 
Steamship Own(;rs’ Association has brought to our notice that 
recently the Bombay Port Trust have made a change in the method 
of charging dues on berths allotted for repairs. When applying for 
a berth, the shipping companies have to indicate the period for which 
the repair berth is required. When a berth is allotted, the ship can 
continue to occupy it even if the period indicated in the application 
is exceeded, provided it is not required for other purposes by the 
Port Trust. As regards charges, the Port Trust used to make a 
uniform charge under clause (c) of Section IV of the B.P.T. Dock 
Scale of Rates which reads as follows: — 

“On vessels berthed inside the docks or at the East Wall of the 
docks undergoing repairs not working cargo— 

(i) For vessels not exceeding 250'—Rs. 70 per diem. 

(ii) For vessels exceeding 250' but not exceeding 400' in 
length.—Rs. 125 per diem, 

(iii) F’or Vessels exceeding 400' length—Rs. 200 per diem. 

17.13.2. Under the recent change the port trust have started 
charging dues under clause (d) of Section IV for the period in 
e.xcess of the period initially applied for . This clause provides that 
vessels undergoing repairs, or otherwise preventing the usual work¬ 
ing use of any berth inside the docks or at the harbour wall, may 
be required to pay special charges, in addition to the repairing rates, 
at such rates as the Docks Manager may decide upto Rs. 500 per 
day or part of a day. In cases in which the continued occupation of 
the berth is prolonged, the Port Trust Board may levy a charge 
which may extend to Fts. 1,250 per day or part of a day. The Indian 
National Steamship Owners Association has contended that the levy 
of rates under clause (d) leferred to above would act harshly on the 
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shipowners and they might divert their ships elsewhere for carrying 
out repairs. On the other hand, the Port Trust has indicated to us 
that the levy of the special rales is permissible under existing rules 
and that thev have had to enforce them because of several cases of 
prolonged occupation of berths by ships undergoing repairs in excess 
of the originally indicated periods. 

17.13. 3. Compared to the normal charges of Rs. 125 per day and 
Rs. 200 per day for medium and large vessels respectively, the levy 
of special charges of Ks. 500 and Rs. 1,250 per day appears to be 
exce.ssive and has also the appearance of a penal levy. Such a levy 
is likely to discourage the use of the port berths for repairs and in 
any case it will ultimately be reflected in the cost of repairs. 

17.13.4. A reasonable schedule of charges for the use of fully 
equipped repair berths will eventually have to be worked out in 
consultation with the interests concerned. It is our view that, in 
the meantime, the port authorities would do well not to collect extra 
charges under clause (d) except in extreme cases. 



CHAPTER XVm 


SUMMARY OF RFCmiMENDATIONiS 


Serial 

No. 

General 

1 Government and the port authoritie.s should accept 

the principle that it i.s part of their responsibility 
to provide for the requirements of the ship repair 
indust’y and GovCrnn'cnt should darifv their policy 
in this matter accordingly .... 

2 Subject to the implementation of the recommenda¬ 

tions made by iis regarding port dry docks in Cal¬ 
cutta and Rombav, there is no need to consider the 
provision of additional dry docks for merchant 
ships in these pons at present .... 

3 In order to make the industry more broad based, the 

new dry docks should preferably be constructed 
in Visakltapainam and Cochin rather than in Cal¬ 
cutta and Bombay ..... 

4 The provision of twelve fully equipped repair berths 

tor both Calcutta and Bombay should be accepted 
as the ultimate target ..... 

5 In the ports of Visakhapatnam, Madras and Cochin 

one of the new berths siiould be equipped as a repair 
berth and allotted for repairs whcnc\'cr required ’ . 

6 The port authorities should provide all essentia! faci¬ 

lities like cranes, electric power, compressed air, 
water supply etc. at the dry docks controlled by 
them and also at the berths earmarked for ship 
repairs . .. 

7 Government should encourage the privately owned 

workshops to undertime modernisation of their 
workshops, if necessary, with a scheme of financial 
assistance on favour, ble terms 

T'he private workshops should be encouraged to de¬ 
velop facilities for various items of repair work 
which cannot at present to be carried out in India 
with such assistance as may be required from Gov¬ 
ernment 


Para. 

9.It 

11.6.2 

11 . 6.2 

>2.3-3 

12.7 

T0.4 

10.5 
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Serial 

No. 

9 The Indian Naval Dockyard should make available 

its dry docks for merchant ships whenever they re¬ 
quire them for routine dry docking etc. to the extent 
their own work permits ..... 

10 Totheextentthel.N. Dockyard Workshop has faci¬ 

lities for special types of work, they should be made 
available to ship repair firms or shipping companies 
whenever they need them. 

I r The facilities of the port workshops at Visakhapat- 
nam, Madras, Cochin and Kandla should as a 
matter of policy be made available to merchant 
ships requiring repairs ... 

12 The Hindustan Shipyard should, as a matter of policy, 

extend its activities to ship repair work and take 
early steps to fully equip itself for this purpose . 

13 The formation of an all-India organisation of ship 

repairers and shipbuilders is necessary and desira¬ 
ble and the Government should encourage the 
formation of such an organisation and accord recog¬ 
nition to it, when formed .... 

14 It is desirable to set up an all-India advisory body with 

representatives of ship repaire-s. shipbuilders, ship¬ 
owners, major ports and the departments of Go¬ 
vernment concerned. This body should advise 
Government on all matters pertaining to the industry 
as a whole. This body may be attached to the 
Ministry of Transport and Communications and 
be presided over by the Minister 

15 Until repair facilities are improved at other mtior 

ports, there is scope for local advisory committees 
only at Calcutta and Bombay. These may be pre¬ 
sided over by the Chairman of the Port Commission¬ 
ers or Port Trust and should include the represen¬ 
tatives of the Government departments and the 
commercial interests concerned. These committees 
should deal with matters concerning improvements 
in repair facilities, repair berth and dry dock pro¬ 
grammes, shortage of materials etc. . . , 

M.'vjor Ports 

CALCU'PTA 

16 The six large port craft may continue to use the larger 

dry docks (i.e., K.G. dry docks and K.P. dry docks 
Nos. T and 2 ) for their requirements. When these 
craft require the use of the dry dock for long periods, 
they may preferably be docked in K.G. dry dock 

bio. I........ 


Para.- 


IT.II 


17.6 


10.2 

10 . 3 ', 


16 . 4 . 


16.5 


16.6 


ir.5.f. 
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No. 

17 All other craft should, as far as possible, be docked on 

the port slipway.s, the Island Workshop dry docks 
and Kidderpore dry dirck No. 3 and they may use 
the larger dry docks only when it is unavoid¬ 
able ...••#•• 

18 When the port vessels are docked in the larger dry 

docks, the port authorities should arrange for work 
to be done round the cIiK'k so that it is completed 
in the shortest po.ssible time 

19 A heavy lift crane in the K.G. drydocks and additional 

compressors and flood lighting in both the K.G. 
and K.P. dry docks should be provided within the 
remaining period ofthc Second Plan . . . 11 . 8.1 

20 Improved compressed air supply, A.C. and D.C. power, 

drinking water facilities, sanitary arrangements 
and telephone facilities, as recommended by us at 
both the K.(i. and K.P. dry docks should also be 
provided within the remaining period of the Second 

Plan. 11 . 8 . 3 . & 

11 . 8.4 

21 The Kidderpore dry docks should be renovated and 

a t 5 -ton travelling erane provided during the Third 
Plan period ....... 11 . 8.5 

22 The three lay up beriiis in K.P. Dock (off 28 and 29 ) 

and K.(t. Dock (G. berth) should be earmarked 

for ship repairs, dredged to a minimum depth of 

18 ' and equipped with certain essential facilities . 

as recommended bv us dttring the remaining period 

of the Second Plan ...... 12 . 5.1 

23 Provision for certain additional facilities like travel¬ 

ling cranes, compressed air, etc. at these berths 
should be made in the Third Plan . . . 12 . 5.2 

24 During the Third Plan period, the ‘H’ berths in the 

K.G. Dock should be adapted and equipped as a 
repair berth. In addition, two berths in the new 
basin proposed to be built in the K.G. Dock should 
be citnstructed as repair berths as a part of tliai 
plan.i2-5'3 


BOMBAY 

.25 As some thirty port craft will in future be of such 
draft and dimensions that they cannot be docked on 
the port slipways, the Port Trust should construct 
a small dry dock near the port workship large 
enough to take all such craft .... 11 , 5,6 


Para 


II.5.4. 


Do, 
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Serial 

No. 

26 Thereafter all port craft should, as far as possible, 

be docked in this dry dock or the port slipways and 
they may use the larger dry docks only when it is 
unavoidable. . . • 

27 Pending the construction of the new dry dock, when¬ 

ever the port craft use the larger dry docks, the 
port authorities should arrange for the work to be 
done round the clock, so that it is completed in the 
shortest possible time ..... 

28 The proposal to lengthen the Hughes dry dock by 

125 ' so as t(i make two T .2 tankers should be coiy 
sidered and taken up for execution as early as possi¬ 
ble and completed early in the Third Plan period 

29 Improved compressed air supply, A.C., and D.C. 

power, drinking and salt water supplies, sanitary 
arrangements and telephone facilities, as recom¬ 
mended by us, at both the Hughes and Merc- 
weather dry docks should be provided within the 
remaining period of the Second Plan 


30 A reservoir t)f suirihle sive for storage ot fresh water 

should be constructed near the Huglies dry dock 

31 A i 5 -t<tn travelling crane should be provided solely 

for the use of the Mcreweather dry dock 

.32 The Port Trust and the Mazagon Dock should co¬ 
operate to achieve increased utilisation of the 
Ritchie and Mogul dry docks which are controlled 
by the Mazagon Dock. The Port Trust should be 
prepared to accept responsibility for dredging and 
maintenance of the channel and the approaches to 
these dry docks and the Mazagon Dock, on their 
part, should be agreeable to incur capital expendi¬ 
ture on lengthening and deepening the Ritchie dry 
dock, which would make it suitable for docking 
large merchant ships. 'I’hey .should also not be 
averse to hiring out the Mogul dry dock to shipping 
companies who wish to utilise the services of the 
ship repair firms other than the Mazagon Dock' 

33 The inner northern half of K.L.M. berths and the 

northern half of N and C berths in the Prince’s 
Dock should be reserved for ships needing re* 
pairs 

34 No. 9 berth in the Victoria Dock should also be ear¬ 

marked for ship repairs . . . . 


Para. 

II.5.6 

Do. 

II.9.II 

11 . 9 . 2 , 

11.9.3 Sc 
11 •94 

Do. 

Do. 


ri.io 

12 . 6.2 

12.6.3 
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Para 


35 All the above berths should be equipped with the 

various facilities, as mentioned in the case of Cal¬ 
cutta, during the remaining period of the Second 
Plan and in the Third Plan period . . . 12 . 6.4 

36 In addition to the above, one berth in the outer dock 

wall should be made available as a repair berth dur¬ 
ing fair weather. It should be dredged to main¬ 
tain a minimum depth of iS' and equipped with 
necessary facilities . .... 12 . 6.5 

37 The K.'tssara Basin should be put into use as a repair 

basin for medium sized vessels. This will neces¬ 
sitate dredging of the basin and the approach 
channel, fitting of a lock gate, strengthening of the 
piers and providing various repair facilities. This 
.•^hinild be included in the'Phird Plan . . . 12 . 6.6 

38 In any scheme for con.snuction of new basins or docks 

in Bombay, two fully equipped berths for repair 
purposes should be planned as part of the scheme . 12 . 6.7 

VLSAKIIAP.ATNAM 

39 The scheme under consideration by the Hindustan 

Shipyard for the construction of a dry dock should 
be taken up at an early date. The dry dock 
should be capable of accommodating T.z type 
tankers. The proposal of the port authorities for 
lengthening and deepening their dry dock should 
be ctmsidcrcd in thcTight of the above . . . IJ .12 

KANDLA 

40 T here is no need to consider the provision of a separate 

repair berth at this portal present . . 12.7 


MADRAS 

41 It is not necessary to consider the provision of a dry 

dock at this port at present . ii.ij. 

42 The use of the port slipway for docking small seagoing 

vc' scls b.tsed on this port should be permitted . 11 . 13 : 

COCHIN 

43 T'he construction of a fully equipped dry dock, either 

as a part of the second shipyard scheme or other¬ 
wise, should he planned and completed by the end 
of the Third Plan period . . 11 . 14 . 



Serial 

No. 


Par a 


9S 


MINOR PORTS 

44 There is scope for improving the existing facilities 

at the ports mentioned below to serve the needs oi 
small coastal vessels for dry docking and repairs 
and also of deep sea ships for repairs afloat . 13.1 

MANDAPAM 

45 The dry dock should be lenghthened and deepened 

so as to dock vessels of 350 ' length and 15 ' draft 
and the approach channel dredged during the Third 
Plan period ....... 13 . 2.2 

46 The slipway should be brought into use for docking 

and repairs to small vessels and craft plying in the 

area ... .... Do. 

47 The workshop should, as a matter of policy, undertake 

repairs to privately owned vessels . . . Do.' 

TUTICORIN 

48 The provision of a ship repair workshop and a fully 

equipped repair berth at this port should be consi¬ 
dered as part of the general plan for development 
of Tutricorin as a major port .... 13 . 3.2 

BHAVNAGAR 

49 d'he existing dry dock should be extended and deep¬ 

ened so as to dock vessels of 350 ' length, 45 ' 
breadth and 15 ' draft ..... 13 . 5.2 

50 The port workshop should, as a matter of policy, un¬ 

dertake repairs to privately owned vessels and the 
workshop should be expanded for this purpose Do. 

51 In the new port one of the new berths proposed to be 

built should be earmarked for ship repair work and 
fully equipped with all repair facilities . . rS-S S 

OKHA 

52 The workshop at this port should be equipped for 

carrying out maintenance and running repairs to 
merchant ships ...... 13 . 6.2 


BEDIBUNDER 

53 The dry dock at this port should be renovated and 
the lock gates repaired ..... 
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54 The dry dock may be used in future for docking small 

vessels and sailing vessels which are being mechani¬ 
sed ........ 

SHIP REPAIR MATERIALS AND SHIP STORES 

55 While a policy of progressive manufacture of these 

items indigenously should be pursued, it is neces¬ 
sary to take a liberal view of applications for import 
of materials if the industry is to be in a state of com¬ 
petitive efficiency ...... 

56 High priority should continue to be given to the steel 

requirements of the ship repair industry and steps 
taken to eliminate avoidable procedural delays. 
Quota certificates should be issued before the end 
of the quarter to which they relate 

57 The Iron and Steel Controller should make every 

possible effort to fulfil the quotas allotted to ship 
repair firms both in terms of total toitnage and also 
of the specified categories applied for. To the 
extent the quotas cannot be fulfilled from indigenous 
producers or stockists the repair firms concerned 
should be enabled to obtain the balance 
from abroad by issue of necessary import licences • 

58 To meet emergency requirements of shipping com¬ 

panies and small ship repair firms not registered 
with the Development Wing, the Iron and Steel 
Controller should, on the recommendation of the 
Director General of Shipping, make ad hoc supply 
available to them without delay from the producers 
or stockists ....... 

59 The entire position regarding supply of steel should 

be reviewed after the three Government steel plants 
have been in production for some time in consulta¬ 
tion with the all-India Advisory Body recommended 

by us . . • . . 

60 Imports of required quantities of Oregon pine and 

Lignum Vitae should be allowed until regular sup¬ 
plies of indigenous substitutes are available . 

61 In the case of certain materials essential for ship re¬ 

pairs, workshop spares and equipment should have 
the same preferential treatment as raw materials have 
for other industries ..... 

In view of the special position of the industry its im¬ 
ports requirements should be dealt with separately 
from those of other industries importers and pro¬ 
vision made to meet them directly 


Parts. 

13.8 

I4.3-7 

14 . 6.2 

14 . 6.3 

14 . 6 . 4 . 

14.7 

14.8 

14 . 10.1 

14 . 14.1 
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63 A separate foreign exchange quota should be establi¬ 
shed for the ship repair industry for import of mat¬ 
erials required for ship repairs and workshop spares 
and equipment. It may be administered by the 
Development Wing and a liberal licensing policy 
should be followed in respect of their imports 
subject to proved non-availability from indigenous 
sources. All policy questions regarding this quota 
should be dealt with in consultation with the all- 
India Advisory Body recommended by us 

• 64 A special foreign exchange quota should be establish¬ 
ed fot import of spares, ship stores etc. required by 
shipping companies. This quota may be adminis¬ 
tered by the Directorate General of Shipping. All 
policy questions regarding this quota should be 
dealt with in consultation with the Indian National 
Steamship Owners’ Association .... 

65 The decisions of the Development Wing and the 

Directorate General of Shipping as to the necessity 
for imports should be accepted by the Import 
Control Authority for issue of licences . 

66 A more liberal policy in regard to imports of essential 

ship stores by ship chandlers should be followed 

CUSTOMS PROCEDURE 

67 The present customs procedure docs not take account 

of the special requirements of the ship repair in¬ 
dustry, and affects it adversely. The entire polii^ 
should be reviewed and necessary changes made in 
the procedure ....... 

68 The present machinery pass system results in increas¬ 

ing the time of ship repairs in Calcutta and Bombay 
owing to delays in complying with the procedure. 
A new procedure should be evolved, which should 
be simple in operation and remove the factors which 
result in delays. ...... 

69 As regards the changes to be made, the Master or 

Chief Engineer of a ship and the supervisor of the 
repair firm should be authorised to sign the ma¬ 
chinery pass. It should be endorsed by the customs 
officer atthegatc after necessary check. To protect 
Government’s interests an over-riding guarantee 
should be furnished by the shipowners or the agent 
and the ship repairer accepting responsibility for 
the actions of their officers .... 

70 One or two gates in each dock in Calcutta and Bombay 

may be specified through which all lorries carrying 


Para. 


14.14.2' 

I4-I4-3 

14.14.4 

14.14.5 


15.12 
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repair materials should pass both outward and in¬ 
ward ........ 

71 Pending revision of the procedure as suggested above, 

urgent steps should be taken to make available in 
these two ports an adequate pool of customs officers, 
both during and outside working hours. The cus¬ 
toms staff handling this work should be strengthened 
and all customs inspectors available in the dock con¬ 
cerned should be authorised to deal with all matters 
connected with machinery passes. Special officers 
with telephone facilities should be earmarked to 
deal with machinery passes outside working hours 

72 Although difficulties are experienced in other ports also 

as a result of the machinery pass system, they will 
be overcome by the general procedural changes 
recommended by us 

73 The shipment of spares, materials etc. for repairs 

should be_ treated differently from ship stores and 
they should be allowed to be shipped freely subject 
to such formal documentation as may be prescribed 
for record purposes. A responsible officer of the 
shipowner, agent or ship repairer may be required 
to certify the items which are proposed to be ship¬ 
ped ........ 

74 No restrictions should be imposed on the fitting of 

new parts on ships undergoing repairs by transfer of 
parts from another ship of the same owner or from 
bond or by impon from abroad .... 

75 Shipowners and ship repairers should be allowed to 

avail themselves of bonding facilities on a liberal 
scale and at a reasonable cost .... 


MISCELLANEOUS 

76 Two sludge barges of approximately too tons should 

be provided in Calcutta and Bombay for discharge 
of sludge. Shore sludge tanks should also be pro¬ 
vided for discharge of sludge from the barges 

77 Space should be made available to the principal repair 

firms at the major ports in the dock area for main¬ 
taining a small workshop-cum-office. Facilities 
should be given to use a part of the premises for a 
small bonded store ..... 

78 Garbage bins should be provided near the dry docks 

and the repair berths to collect waste materials from 
ships ........ 


Para. 

15.14 

15.16 & 
15.17' 

15.18 

15-19 

15.20 

15.20 

12.8 

12.9 


12.10 
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79 Every effort should be made to retain the existing 

quantum of chipping and painting work in Indian 
ports by suitable measures .... 17.5 

80 The procedure for disposal of scrap should be sim¬ 

plified and the Iron and Steel Controller should be 
given authority to issue final disposal instructions 
without the ship repair firms having to enter into 
prolonged correspondence with furnace owners 
and/or re-rolling mills ..... 17.7 

81 The procedure should be so modified that the exis¬ 
ting formality of levying customs duty on ship 
.stores etc., when repairs exceed three months, 
does not arise ...... 17.8 

82 State Governments .should consider sympathetically 

applications from ship repair firms for exemption 
from section 58 of the Factories Act relating to 
overlapping shifts and Section 64 relating to over¬ 
time work , . . . . 17.9.2 

83 The port authorities should take steps to improve 

fresh water supplies for ships’ requirements where 
necessary. The port authorities should also permit 
private parties to own and operate water barges 
within the ports for supplies to ships in stream . 17.10 

84 Applications from ship repairers for operating two- 

way V.H.F. Sets between ships and workshops 
should be sympathetically considered by the 
P. and T. Department ..... 17.ii 

85 The terms on which port craft or equipment are 

hired to ship repairers should be reviewed so 
as to eliminate any onerous conditions which would 
restrict their use or availability . . . 17.12 

86 In cases of prolonged occupation of berths for repairs 

the Bombay Port Trust should discontinue levying 
extra charges under clause (d) of Section IV of the 
B.P.T. dock scale of rates, except in extreme cases . 17.13.4 

87 It would be of assistance in future if the port autho¬ 

rities and shipping companies keep certain essential 
information regarding dry docks, berths, time and 
exp enditure on ship repairs, etc. .... 2.9 

(Sd.) O.V. ALAGESAN, Chairman. 
(Sd.) AMARNATH AGARWAL, M.P. 
CSd.) NARENDRA P. NATHWANI, M.P 
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ANNEXURE I 

GoVEaNMBNT OF INDIA 

SHIP REPAIRS COMMITTEE 

Questionnaire to Pori Authorities 

Questicii 

o. 

1 How many floating cranes and water barges arc available in your port under 

your control — 

Please give full particulars. 

2 How many drydocks arc there under your control ? 

Please give full details, f.e., length, breadth, maximum arrival draft of ship 
etc. 

3 Foi the years 1955,1956 and 1957, please indicate how many days each drydock 

was vacant due to (a) lack of demand (b) repairs or maintenance of drydock 
machinery and equipment. 

4 How many days in each of the above years was each drydock utilised solely 

for Port Trust purposes ? 

5 What prior notice is required for booking drydocks and what is the maximum 

number of days for which a drydock can be made available at a time ? Is 
there any system cf priorities ? 

6 Please furnish a statement containing the following information in respect of 

the drydocks under your controlfor the years i956and 1957 

(a) Name of each vessel for which diydock was applied for (b) Period applied 
for (c) Date on which vessel was Ready to dock (d) Dale on which vessel 
entered drydock (e) No. of days in drydock. 

7 Do you consider any increase in the drydock facilities at your port nucessary? 

Have you any plans for increasing the number of drydocks : If so, please 
give particulars. 

8 Do you have any separate repair beiths and, if so, how many large vessels 

undergoing major surveys, repairs or overhauls, can be berthed at a time. 

9 Arc the following facilities available at the drydocks and repair berths-(a) Water 

(fr) Electric supply (c)';Compresscd air (d) Cranes (e) Fire fighting equip, 
ment. 

10 Have you received any complaints about availability of atydock and/or repair 

berth facilities, and , if so, what is the nature of the difficulties 
complained of ? 

ti Do you consider that Governmental control over ship repair facilities will lead 
to an improvement in the existing conditions : if so, what is the type of control 
which you suggest — 
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Gotbknment of India 
SHEP REPAIRS COMAHTTEE 

Questionnaire to Shipowners 

Question 

Ne. 

1 Please indicale the number of ships owned by you distinguishing between (o) 

passenger ships and ( 4 ) other ships, indicating their gross tonnages. 

2 How many of these ships are employed in (a) the coasting trade and ( 4 ) foreign • 

going trades ? 

3 Do you Own a repair workshop of your own; if so, where ? 

4 (a) At what ports are arrangements for the following items for the ships of your 

Company made (a) passenger surveys ( 4 ) load line surveys (e) classification 
surveys (d) periodic drydocking and (e) other major repairs and overhauls. 

(. 4 ) Please furnish the approximate figures of expenditure on above at each port for 
the years 1955,1956and 1957. 

5 What is the expenditure on voyage or running repairs carried out in different 

ports during the last s^yeais? 

Note.— In icspect of items (4) and (5), please furnish information both in respect of 
lepaiis carried out in Indian ports and foleign ports, as far as possible under 
the following heads— (a) Plating and sheet metal work ( 4 ) Plumbing work (r) 
Carpentiy and joinery woik (d) Klcctric work (e) Main and auxiliary machinery 
repairs (/) Cleaning, chipping and painting work (g) Boilers lepairs (},] Re¬ 
pairs to Radio and Radio na\ igational aids (f) Refrigeration repairs (j) Insulation 
work. 

6 Which are the ship repairing fiims at various parts to which the repairs of the 

above categories are entrusted ? 

7 Please indicate in. detail the nature of the difficulties experienced in arranging or 

V carrying out repairs at different Indian ports. The replies may be given 

under the following suggested headings— (a) Prior arrangements before 
arrival of ship ( 4 ) Time factor (c) Availability of mateiials and spares (d) 
Availability of dcydock and repair berths (,«■) Availability of dockside facili¬ 
ties like fire fighting, fresh water, power crane, compressed air etc. U) 
Customs and Pott regulations. Please mentioned specific major instances, 
if possible which indicate the nature and seriousness of the difficulties. 

,S How does the level of costs of repairs in India compare with those of foreign 
countiics ? If the costs ore higher than elsewhere, can you indicate any 
special reasons and r.uggstions for .'mprovement ? 

9 What ariangcmcnts do you make for special items of repairs such as repairs to 
Lifeboats, Radio and Radio-navigational aids. Refrigeration, Insulation etc. ? 

10 On how many occasions did you require a drydcck or repair berth and how 

many days were lost due to waiting for (o) drydocks ( 4 ; repair berths, at 
different Indian ports during the years 1955,1956 and 1957 ? 

11 What is the anticipated expansion of the fleets of your Company in the ntxt 5 

years/ic years ; if possible, please indicate the type and tonnage of the thips 
proposed to be acquired. 

12 Do you consider whether the setting up of any Advisory or Consultative Body 

Central or local, to deal with matters relating to ship repairs and dry-decking, 
would serve any useful put pose and assist the Shipping Companies : If so, 
what is the type of organisation you suggest? 

13 Do you consider that Governmental control over ship repair facilities will lead 

to an improvement in theexicting conaitions: if so, what is the type of 
conti'ol which you suggest? 

14 What specific suggestions do you have for improvement of the dry-doctirg 

and repair facilities at vaiious ports ? 


103 



104 


(yuestionnaire to Foreign Shipping Agents 


^Question 

No. 

I Whaf is Itie number of calls made by the ships of your principals at Indian ports 
during the year 1957? What is the normal duration of their stay at such 
ports? 

Please furnish this information separately in respect of the different lines which 
you represent. 

.2 Do you make arrangements in Indian ports in respect of your principals’ ship 
for f j) survey repairs or («) voyage or running repairs ? 

Please furnish approximate figures of expenditure on such repairs at each pert 
for the years 1955, 56 and 57. 

3 Which were the ship repairing firms in each port which carried outthe Work? 

4 Please indicate in detail the nature of the difficulties,, if any, experienced i" 

arranging or carrying out repairs at different Indian ports. The replies 
may be given under the following suggested headings— (a) Prio, airangements 
before arrival of ship (6) Time factor {c) Availability of materials and spares 
(d) Availability of dry-dock and repair berths (e) Availability of dockside 
facilities like fire fighting, fresh water, power, crane, compressed air etc., 
(/) Customs and Pott regulations. 

Please mention specific major instances if possible which indicate the nature 
and seriousness of the difficulties. 

5 What is the increase visualised in the number of ships under your agency 

calling at Indian ports in the next five years ; If possible, please indicate 
the 6126 and tonnage of the ships. ? 

6 On how many occasions did you require a drydock or repair berth and how 

many days were lost due to waiting for (a) drydocks (b) repair berths, at 
different Indian ports during the years i9S5-56^ and 57 ? 

7 Do you consider whether the setting-up of any Advisory or Consultative Body 

Central or local, to deal with matters relaing to ship repairs and dry- 
docking would serve any useful purpose and assist the Shipping Compa¬ 
nies ; ifsojwhatis the type of organisation you suggest ? 

8 Do you consider that Governmental control over ship repair facilities will 

lead to an improvement in the existing conditions ; if so, what is the type of 
control which you suggest? 

9 What specific suggestions do you have for improvement of the dry-docking 

and repair facilities at various ports? 
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Government or Inoia 
SHIP REPAIRS COMMITTEE 

Quntioiinaire to Ship Repairing Firms 

'Question 

No. 


I Do you have any repair berths under your control ; if so, please indicstc Iciigib 
of the berths and maximum permissible draught of vessels which can be 
berthed ? 

2(fl) Do you have any drydocks under your control : If so, give fuU details, 
length, breadth and maximum arrival draft ? 

(ft) Do you have a drydock licence? 

3 Do you have any slipways ; if so, please give full particulars ? 

4 Do you have a drawing office : if so, please give particulars ? 

5 What facilities in respect of the following items are available at the repair berth 

drydocks and slipv/ays under your control—(j) fresh water (ft) power Supply 
(e) cranage (d; compressed air and (c; fire fighting appliances. Please give 
full particulars. 

6 W,tat is the approximate financial turnover of your ship repairs work during the 

years 1955, 1956 and 1957? What proportion of tliis turnover, if any, was 
on sub-contract? 

7 How many ships under (a) periodic or annual surveys and (ft) runni ng repairs, 

can you handle at a time and spread over a yearr 

8 Gan you undertake all the types of jobs mentioned below ? If not which are 

the items you cannot- (a) Placing and sheet metal work (ft; Plumbing work 
(c) Carpentry and joinery work (f) Electrical work («) Main and anxiliary 
machinery repairs if) Cleaning, chipping and painting work (g) Boiler repair 
(A) Rep.iirs to radio and radio-navigational aids ( i) Refrigeration repairs (j) 
Insulation work and (ft) furnishing. 

If any of the above items are entrusted to sub-contracto rs, please give the names 
and addresses of such sub-contractors. 

9 Do you work in single sliifl, double shift or triple shifts - (o) in shop (ft) on 

ships ? Do you work on Sundays and holidays— (a) in shop (b; on ships ? 

10 What is the total strength of your staff divided into the following categories 

(t) superior technical personnel (i») supervisory personnel iiii) skilled, 
semi-skilled and unskilled labour. What proportion of each caiegorv in 
above is permanent and what proportion is casual ? 

It Is there a shortage of skilled labour of any category in your Workshop ; if so, 
give particulars. 

11 What is the approximate workshop facility available i.e., how many of the fol¬ 

lowing types of machines do you have in your Workshop ? 

(fl) Lathes 

(0 Centre lathes. 

(it) Capstan lathes. 

(Hi) Turret lathes. 

(ft) Milling machines. 

(c) Shaping machines. 

(d) Planning machines. 

(«) Cutting machines. 
if) Welding plants. 

is) Air Compressors. 

ill) Wood working machines. 



ANNEXURE II 


USX OF PERSONS OR ORGANIZATIONS WHO REPLIED TO THE 
QUESTIONNAIRES 

U) Indian Shipping Companies and Indian National Steamship Owners’ Associcitotr 

1. Indian National Steamship Owners’ Association, Bombay. 

2. The Scindia Steam Navigation Company Ltd., Bombay. 

"s,. The India Steamship Company Limited, Calcutta. 

4. The Great Eastern Shipping Company, Limited, Bombay. 

5. The Eastern Shipping Corporation Limited, Bombay. 

6 . The Malabar Steamship Company Limited, Bombay. 

7. The Bombay Steam Navigaf on Company (i 933 ) Private Ltd. Bombay. 

8. The Hindustan Shipping Comnany, Limited, Calcutta. 

9. The Bengal Assam Steamship Company, Limited, Calcutta, 
to. Tankers Private Limited, Bombay. 

11. Great India Steam Navigation Company, Ltd., Calcutta. 

12. The Bharat Line Limited, Calcutta. 

(2) Agen's of Foreign Shipping Companies at Portt in India. 
CALCUTTA 

1. British India Steam Nav. Company Ltd . 

2. Mackinnon Mackenzie & Company, Private Ltd. 

3. F.W. Eleilgcrs & Company, Private I.td. 

4. Anderson Wright Ltd. 

5. Hoarc Miller & Company, Ltd. 

6. Harrison Line. 

7. James Fiiialay & Company, Ltd. 

8. Ameriacan Export Lines Inc. 

9. Clegg, Cruickshask & Company Private, Ltd. 

10. Asiatic Steam Navigation Company, Ltd. 

11. United liner Agencies of India (Private) Limited. 

12. Gladstone Lyall & Company, Ltd. 

13. Turner Morrison & Company Private Ltd. 

14. Brocklebank’s Calcutta Agency 

15. Java Bengal Line. 

16. Indian National Steamship Company,Ltd. 

17. Indo-China Steam Naviagation Company, Ltd. 

VISAKHAPATNAM 

1. Ripley & Company (Private) Ltd. 

2. D.S. Narayana & Company. 

3. Best & Company Private Ltd. 

4. Gordon, Woodroffec & Company (Madras) Private Lid. 

5. James Finlay & Company, Ltd. 


lOfl 
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Madras 

1. Shaw Wallace & Company Ltd. 

2. The Bombay Company Ltd. 

3. Messers Wilson & Company Private Ltd. 

4. Gordon, Woodrofee & Company (Madras) Private Ltd. 

5. Parry & Company,Ltd. 

6 . Compagnie Des Messageries Maritimes. 

7. Volkart Brothers 

8. K.P.V. Shaik Mahomed Rowther& Company. 

9. D.B. Madon & Company. 

Cochin 


1. Prince Line Limited, 

2. Volkart Brothers. 

3. Darragh Smail & Company, L.td. 

4. Peirce Leslie & Company, Ltd. 

5. A.V. Thomas & Company, I^td. 

Bombay 

S. Lloyd Triestino. 

2. .Shaw Wallace Company, Ltd. 

3. Burmah Shell Oil Storage & Distributing Co. of India (as Tanler ageuls.)) 

4. Volkart Brothers. 

5. Caltex (India) Limited. 

6. The Great Eastern Shipping Company. Ltd. (as Agents) 

7. James Mackintosh & Company tPrivate) Ltd. 

8. Mackinnon Mackenzie & Co. (Private) Ltd. 

9. B.P. (India) Limited. 

10. Polish Ocean I.incs. 

ti. Turner Morrison & Company (Private) Ltd. 

12. Ellerman Lines, Bombay. 

13. Forbes Forbes Canipbell & Company (Private) Ltd. 

14. Anchor Line Limited. 

(3) Ship Repairers. 

CALCUTTA 

1. The Hooghly Docking & Engineering Co. Ltd. 

2. Port Engineering Works, Limited. 

3. The Shalimar Works Private Limited. 

4. The People’s Engineering & Motor Works Ltd. 

5. The India General Navigation & Railway Company, Limited. 

6 . Ship Repairers Private Limited. 

7. Ching Wah & Company. 

8. India Marine Service (Private; Limited. 

9. The East Bengal Engineering Works. 

10. Eastern Company Private Limited. 

11. Cleghorn & Company. 

12. Garden Reach Workshops Private Limited. 

13. Cleback Baot Company. 

■14. Port Commissioners’ Workshops. 
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V 1 SAKH 4 PATNAM 

1. Port Workshop. 

2. Hindustan Shipyard Private Limited. 

MADRAS 

r. Binny’s Engineerig Works fPrivatc) Limited. 

2. Harbour Engineering Private Limited. 

Port Trust Workshop. 


COCHIN 

j. Brunton & Company, Engineers Limited. 

2. Port Workshop. 


BOMBAY 

1. Mazagon Dock Private Limited. 

2, Scindia Workshop Private Limited. 

t, Alcock, Ashdown & Company , Limited. 

4. Naval Dockyard. 

5. Port Trust Workshop. 

6. Modern Mechnaical Marine Works. 

7. Nirmal Ship Repair Works. 

8. AFCO Private Limited. 

0. Chinese Engineering Works. 

10. Meier Welding Works. 

11. Sunlife Engineering Works. 


(4'). Major Port Authorities, 


Calculi a. 

2. 

Visakhapatnam. 

Madras, 

4 - 

Cochin. 

Bombay, 

6. 

Kandla. 


(5). STATE GOVERNMENTS RE: {MINOR PORTS) 

1. Government of West Bengal. 

2. Government of Orissa. 

3. Government of Andhra Pradesh. 

4. Government of Madras. 

5. Government of Kerala. 

6. Government of Mysore. 

7. Government of Bombay. 

SURVEYORS GOVERNMENT AND CLASSIFICATION SOCIETIES* 

{(A The Principal Officers (Mercantile Marine Department) Government of India, Calcuttcr 

Madras and Bombay. 

1. Surveyor to Lloyds Register of Shipping Calcutta-Bombay. 

2. Bureau Veritas Agency— Calcutta. 

3. Surveyors to Bureau Veritas and Det Norskc Veritas— F.E. Hardcastle & Co mpany 

Private Limited, Bombay. 

4. American Bureau of Shipping— Bombay. 

1 , 7 ) FOREIGN CONSULAR OFFICES: 

1. Commissioner for India-Hongkong re: Hongkong. 

2. Embassy of India—Holland—re Rotterdam. 

3. Embassy of India—Belgium.—re- Antwerp. 

4. The High Commissioner for India—U.K.—re:Liverpool, Falmouth. 

5. The Commission for India—Singapore-re; Singatwe. 


(8) SHIP CHANDLERS 
CALCUTTA. 

1. K.C. Dutta & Sons. 

2. India Marine Service (Private) Limited. 

3. Don Watson & Company (Private) Limited. 
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MADRAS 


I. K.B.S. Manian & Brolhers. 

BOMBAY 

1. Amiruddin Shcalcbhoy Tyebjee & Sons. 

2. Hardcastle Waud & Company (Private) Limited. 
?- Ahmed S. Moolonbhoy & Sons. 

a. Adamji Kadderbhoy. 



ANNUXtRH fll 

SHn? REPAIR & OTHER WORKSHOPS VISITED 
I. CALCUTTA 

Garden Reach Workshops Limited. 

Ship Repairers (Private) Limited. 

Hooghly Docking & Engineering Company, Ltd. 

Shalimar Works (Private) Limited. 

Workshops of the Port of Calcutta. 

India General Navigation & Railway Co. Ltd. 

Chirig Wah Works. 

2. VIZAGAPATAM 

Hindustan Shipyard Private Limited. 

Workshops of the Port. 


3 - MADRAS 

Binny’s Engineering Works Limited. 
Workshops of the Port. 


4 . MANDAPAM 

Marne Workshop. 

5 COCHIN 

Brurton & Company Engineers Ltd. 

Workshops of the Port. 

6 . BOMBAY 

Mazagon Dock Private Limited. 

Scindia Workshop Private Limited. 

Alock Ashdown & Company, Limited. 

Naval Dockyard. 

Modern Marine & Mechanical Works. 

AFCO Ship Building Works. 

Shaparia Docking & Ehgincering Company, Ltd.^ 
Nirmal Ship Repair Works. 

7. SAURASHTRA 

Port Workshops Bcdi Bunder 
” ” Okha 

” Bhavnagar 
” Veraval. 

8 . KANDLA 

Workshop of the Port. 
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ANNEXURE IV 

LIST OF PERSONS WHO GAVE ORAL EVIDENCE BEFORE THE 

COMMITTEE 


CALCUTTA 

Port Administration: 

Shri R. K. Milra, I.C.S. Chairman—Commissioners for the Fori of Calcutta. 
Shri S. K. Mitra—Chief Mcchanic.al Engineer for the Port of Calcutta, 
Commndr. C. J. Mohan- Deputy Conservator for the Port of Calcutla. 

Shri T. M. Malkani—Chief Engineer for the Port of Calcutta. 

Shri S. K. Paul--Engineer Superintendent for the Port of Calcutta. 

Shri S. C. Dass—Controller of Stores for the Port of Calcutta. 


Principal Officers- -Afercantile Marine Oeparlnient: 

Shri R, K. Gupta -Principal Ollicer. 

Shri A. Krishnan—Senior Engineer & Ship Surveyor. 
Shri V. V. Javdekr.r -^.Mercantile Marine Department, 
Shri P. K. Tlanerji- -Mercantile Marine Department. 
Shri E. D. Kata-ia--Mercantile Marine Department. 
Shri V. R. Kagalwala—.Mercantile Marine Department. 
Shri E. S. Makhija -Mercantile Marine Department. 


■Surveyor to Classification Societies: 

■Shri A. V. Ei-sher—'hirvcvor T.arduer North. 

Shri J. "f. Rapley -Surveyor Bureau Veritas. 

Shri S. J. Clioksy- -Surveyor Bureau Veritas. 

Shri B. Hill—Surveyor Lloyds Register of Shipping. 
Shri H. Allen ,, ” ” ” 


Indian Shipping Companies. 

Shri TI.M. Jagtiani—Manager, India Steamship Co., Ltd. 

Shri C, Tye- -Engineer Superintendent, India ” ” 

Shri R. J. Ward,—India Steamship Co. Ltd. 

Shri J. C. Anand, Marine Superinteudent, Scindia Steam Navigation Co. Ltd. 
Shri V. K. Katre—F.ngieer Superimendesit, Scindia Steam Navigation Co. Ltd. 
Shri D. H. C. Storey, Eng. Superinieiident, Great Eastern Shipphig Co. Ltd. 

- Shri A. G. Kamdar I 

Shri N. P. Mehta 1 

Shri A. N. Shah >The Bharat Line Ltd. 

Shri A. C. Sen J 

Ship Repair Workshops : 


Shri R. 
Shri H. 
Shri H. 
Shri L. 
Shri G. 
Shri C. 
Shri E. 
Shri N. 
Shri A. 
Shri B. 
Shri A. 
Shri D. 
Shri A. 
Shri A. 
Shri B. 
Shri D. 


B. Bone—General Manager, Garden Reach Workshops Ltd. 

J. Macfadyen—Manager, Hooghly Docking & Eng. Co. Ltd. 

K. Chakraborli „ 

II. Doss 

W. Pope—Shalimar Works (Private) Ltd. 


J. N. Will 
G. Hodges 
P. Mehta 
N. Shah 

B. Shah 

C. Sen 

A. Gandhi 
G. Kamdar 
Majumdar 
R. Karkaria 
C. W. Watkin 


\R.S. N. 


Co. Ltd., and I.G.N. & Railway Co. Lid 


>Ship Repairers Ltd. 




B.A., S.S. & Port Shipping Co, Ltd. 

Ill 



II2 


Skip repair Workshops—(.Contd.) 

Shri J. Lawson—Port Engineering Works Ltd. 

Shri Kapil Bhattacharjee—People’s Engineering & Motor Works Ltd.] 

Shri Ching Wah—Ghing Wah & Co., 

Shri R. S. Jayaswal \ 

Shri A. C. Roy /Jayaswal Engineering Co. Ltd. 

Agents of Foreign Shipping Lines: 

Shri R. J. G. Nicholls—Mackinnon Mackenzi & Co. Ltd. 

Shri Pearson \Burniah Shell Oil Storage and Distributing Co. of 

Shri L. P. H. Todd / India, Ltd. 

Capt. D. G. Gale—Marine Supdt. Bank Line Ltd. 

Shri II. Kidd—Engineer Superintendent, Bank Line Ltd. 

Capt. E. C. G. Young—Asiatic Sieain Navigation Co. Ltd. 

Shri J. D. Clarke \Marine Superintendent—M/s. Brockle Bank I.ine Ltd. 

Shri A. McKie /Eng. Superintendent. 

Capt. A. Mcsweency—Goldston Lyall & Co . 

Shri T. G. Law—Jardine Henderson Ltd. 

Capt. G. R. Miller—American Export Lines. 

Suppliers of Stores. Importers, and Shipchandlers: 

Shri D. D. Dutt \T. C. Chatterjee & Co. 

Shri N. C. Banerjee / 

Shri B. K. Dutt—Eastern Co. Private Ltd. 

Shri M. Chatterjee—India Marine Service. 

Shri R. N. Rudra—Bengal Traders Syndicate. 

Shri K. Banerjee—Bonar Bros. Or Co. 

Shri A. C. Mukerjee -Don Watson & Go. Private Ltd. 

Oiuners of Inland Vessels: 

Shri K. G. Chatterjee—Indian Shipping Co. Ltd. 

Shri Praksh Chand Jain —The Pioneer Shipping Co. Ltd. 

Shri J. P. Shah—Neptune Navigation 
Shri S. C. Bhattacharjee— ” " 

Shri P. C. Sur—Indo Swiss Trading Co. Private Ltd. 

Government Departments: 

Shri I. S. Sud \ Directorat e General of Supplies & Disposals. 

Shri P.V. Ramanathan / 

Shri S. K. Sen -Joint Chief Controller of Imports & Exports. 

Shri A. C. Wnitcher—Collector of Customs. 

Shri M. Panchappa—Deputy Collector of Customs. 

VISAKHAPATNAM 

Port Administration: 

Shri C. R. Reddy—Port Administrative Officer. 

Shri E. H. Glassup—Deputy Conservator. 

Shri A. V. Delima—-Mechanical Superintendent. 

Shri G. Parthasarathy —Secretary. 

Hindustan Shipyard Private Ltd: 

Commodore B. N. Lele—Managing Director. 

Shri H. C. Raut. 

Agents of Indian & Foreign Shipping Lines: 

Shri Lang—Gordon Woodroffe & Co. Agents Clan Line. 

Shri G. Ramayya— Scindia Steam Navigation Co. Ltd. 

Shri M. K. T. Arasu— Volkart Brother. Agents H.B.B.L., LT., Hoegh Lines, J.P.H.L. 
Shri P. C. S. Dutt.—K. Rambrahmam & Sons Agents: Great Eastern Shipping Co. 
Ltd. 

Caltex Oil Refineries {India) Ltd. 

Shri D. M. Berdinc—Managing Director. 

Shri H. R Tittworth—Company Officer. 

Capt. H. A. Bronson—Company Officer. 
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MADRAS 

Port Administration: 

Shri K.N. Srinivasan—-Acting Chairman, Madras Port Trust. 

Shri W.H. Vangeyzcl—-Deputy Port Conservator. 

Shri P. C. Martin—Mechanical Engineer. 

Shri V. S. Ananthanarayan—^Executive Engineer. 

Shri V. A. Jaywant—Traffic Manager. 

Shri U. S. A. Ghatfoor—Deputy Traffic Manager. 

Shri T. K. Parmeswaran Nambiar—Secretary. 

Agents of Indian and Foreign Shipping Lines: 

Shri K. A. Sillick—-Gordon Woodroffc& Co. (Madras) Ltd. 

Shri V. C. Parthasarathy —Bombay Company Ltd. 

Shri P. P. Nair—Parry & Co. Ltd. 

Shri W. J. Wickes—Shaw Wallaced & Co. Ltd. 

Shri K.G. Haja Sharccff—S.K-V. Shaikh Mahomed Rowtherd & Co. 

Shri A. S. Marwah—Soutli India Corporation (Agency) Ltd. 

Principal Officer—Mercantile Marine Department: 

Capt. S. K. Kumarhia—Principal Officer, Mercantile Marine Department. 

Harbour Enginering 

Shri D. J. Hayden. 

Binny's Engineering Works {Private) Ltd. 

Shri Leigh—Director 

Shri C. C. Thomas—Works Manager. 

Surveyor: 

Shri V. L. Ilillgour—Surveyor, Lloyds Register of Shipping. 

State Port Officer: 

Inspecting Dredging Engineer—-Representing State Port Officer for Minor Ports, 
(fcdras State). 

MANDAPAM 

Shri A. Rama Rao—Marine Superintendent, Southern Railway.J 

TUTICORIN 

Shri G. M. Chikhalikar—Ptirt Officer. 

Shri Pereira—P ereira & Roche. 


COCHIN 

Port Administration: 

Shri M. S. Venkataraman—Administrative Officer. 

Shri C. V. Venkateshwaran—Chief Engineer. 

Shri B. D. Irani—-Mechanical Superintendent, 

Shri Bose—Traffic Manager. 

Shri Cyril Raj- -Secretary. 

Mercantile Marine Department: 

Shri T. S. Rajan—Engineer & Ship Surveyor. 

Agents of Indian & Foreign Shipping Lines: 

Shri F. Wichser—Volkart Brothers. 

Shri J. R. Kerr—Aspinwal & Co. 

Shri Bachubhai Asher—Mooljee Jaitha & Co. (Scindia Steam Navigation Co T.td). 
Shri Rajmani—Great Eastern Shipping Co. Ltd. 

Shri G. V. John—Madura Co. Private. Ltd. 

Shri A. J. Jacob—A. V.Thomas & Co. Ltd. 

Shri S. Subramanian—The Bombay Co. Private Ltd. 

Shri A. Das Gupta—Burmah Shell Oil Storage & Distributing Co. of India Ltd. 
Shri D. E. Phelips—Harisons & Crossfield. 

Representatives—Darrah Smail & Co. Abmassador Steamships Ltd. 
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Bkip Repairers: 

Shri K. V. Rao—Manager, Brvinton& Co., Engineers. 

BOMBAY 

Port Administration : 

Shri L. T. Gholap, I.C.S.—Chairman, Bombay Port Trust. 

Shri V. Vaz—Docks Manager. 

Shri S. B. Dalai—Chief Engineer. 

Shri Sud—Mechanical Engineer. 

Shri Mehta—Chief Labour Officer. 

Superintendent in charge—Hughes Dry Dock. 

Indian National Steamship Owner’s Association : 

Shri Vikramsingli S. Vallabhdas—Vice President, Malabar Steamship Co. Ltd. 

Shri K. P. Shah—Hon, Secy., Scindia Steam Navigation Co. Ltd. 

Shri N. P. Mehta—Bharat Line Ltd. 

Capt. J. C. Arai;d—Marine Superintendent, Scindia Steam Navigation Co. I.td. 

Shri B. Ananda—Deputy Marine Superintendent, Great Eastern Shipping Co. Ltd. 
Shri C. 'Eye—Marine Superintendent, India Steamship Co., Ltd. 

Shri S. K. Aier—Secretary. 

Ship Repair Workshops : 

Shri G. F.. Kerr—Managing Director, Ma-gatin Dock Ltd. 

Shri R. M. Sellers—Asstt. .Shipy.ard .Manager, Mazgaon Dock Ltd. 

.Shri A. C. Kidd—Asstt. Manager Repairs, Mazgaon Dock Ltd. 

Shri J. Green—Asstt. Manager, New Construclicn, Mazgaon Dock Ltd. 

Col. W. C. Cole—Personnel—Manager, Mazgaon Dock Ltd. 

Shri S. N. Morariec—Director. Scindia W'orkshop Private Ltd. 

.Shri D, F.. Wadia—Manager „ „ „ ,, 

Shri D. B. Daruwalla—Sundt. Engineer ,, ,, ,, ,, 

Shri S. M. Kapadia—Controller of .Stores ,, „ ,, „ 

Shri Campbell—Alcock Ashdown & Co. Ltd. 

Haylor— ,, „ „ 

Capt. B. A. Samson, I. N. Capt. Supdt. Naval Dockyard. 

Shri M. B. Shaparia—Shaparia Engineering & Docking Co. Ltd. Representative of 
Marconi International Marine Communication Ltd. 

Captain Stev'ens—F.. W. Stevens & Co. 

.‘‘ini Abdulla—Modern Marine & Mechanical Works. 

/vFCO Private Ltd. 

Nirmal Ship Repair Works. 

Agents of Foreign Shipping Lines : 

Shri D. J. Haley—Anchor Line Ltd. 

.Shri D. Matheson—Mackinnon Mackenzie & Co. Private Ltd. 

Capt. R. Brignall—British India Steam Navigation Co. Ltd. 

Capt. H. Morini—Turner Morrison & Co., Ltd. 

Capt. W. H. Dalton —Ellcrman Lines Ltd. 

.Shri F. Rozario—Killick Nixon &■ Co. Private Ltd. 

Shri N. M. Mehta—Forbes Forbes Campbell & Co. Ltd. 

Government Departments : 

Colonel Eapen—Deputy Iron & Steel Controller, Bombay. 

Shri M. G. Abrol—Collector of Customs. 

Chipping and Painting Employers’ Association : 

Shri S. C. Sheth. 

Shri Fali R. Kumana. 

Shri Dinshaw A. Dhunjibhoy. 

Shri R. C. Thakore. 

Mercantile Marine Department : 

Capt. W. G. Piggott—Nautical Surveyor. 

Shri T. Berry—Principal Officer. 

Shri R. L. Rikhye—^Nautical Surveyor. 
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Mercantile Marine Department —contd. 

Shri M. S. Patel—^Nautical Surveyor. 

Shri R. C. Karniek—Ship Surveyor. 

Shri K. Parthasarathy—Deputy Chief Surveyor. 

Shri J. M. Trindade—Engineer and Ship Surveyor. 

Shri S. Ratra—Engineer and Ship Surveyor. 

Shri P. G. Blake—Radio Inspector. 

Classification Society Surveyors: 

Shri C. K. Stevenson—Lloyds Register of Shipping, Bombay. 

Shri H. A. Amos—Bureau Veritas Norskc Veritas—Gemanis cher Lloyd~R. Ita¬ 
lian o—A. 

Shri P. B. Leahy—American Bureau of Shipping. 

Shri S. B. Aga—American Bureau of Shipping, Japanese Marine Corporation, 

Suppliers of Stores, Importers and Shipchandlers : 

Shri Ahmed S. Moloobhoy—Ahmed & Moolobhoy & Sons. 

Shri Mustan Tycbjec and Shri Sitaram—Amiruddin Shalchoy Tyebjee & Sons. 
Shri Fakruddin—Moosaji Jeevaji. 

KANDLA 

Shri B. D. Naygandhi—Assistant Traffic Manager, 

Captain D. V. .Singh—Deputy Conservator. 

Shri T. P. Khubchandani—Mechanical Superintendent. 

Dr. R. P. Bhargava—Secretary to the Development Commissioner. 

saurashtra ports 

Shri II. P. 02a—Principal Port Officer and Engineer, Bombay State. 

Shri Chunilal—Port Officer, Bedi, Bunder. 

. Shri T. N. Oza—Port Officer, Veraval. 

Capt. D. K. Tamhane—Port Officer, Okha. 

Shri D. S. Adam—Asstt. Port Officer, Okha. 

Shri G. B. Mankodi—Tug Engineer & Floating Stock Supervisor. 

Shri D. Y. Virkar—Port Officer, Bhavnagar, 

Shri K. H. Gohel—Deputy Engineer, Bhavnagar (Mech.). 

Shri Dave—Executive Engineer. 



Stattment shcxovn^ bnefty aJwthrr and to vohai txtent faeQitits are aoaHable aUk tkt aorkshaps of the POR T ADMINISTRA TI 0 N 3 at the Mafer Fortt in India 

(See alio Annezrurc VI) 
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ANNEXURE V(6)—contd. 

Statement shotving briefly whether and to what extent facilities are available in workshops of selected minor ports 
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ANNEXURE VI 


^Particulars of Floating Cranes,WTater-barges, Dry Docks ari'd repairhetthsavailablc at 

all ports. 

CALCUTTA 

Calcutta Port Commissioners ; 


Floating Cranes : 

One 6o Ton Steam Operated self-propelling. 

One 30 Ton Steam Operated self propelling. 

One 30 Ton diesel operated non-self propelling. 

One 16 Ton non-self propelling. 

Water Barges : 

One Dumb Water Barge in King George’s Dock 

One Water Boat (100 Ton Capacity) mainly used for supply 
of water to Port Craft only. 

Supply of fresh water to merchant ships is made by Calcutta 
Corporation who have their own water boats. 

Repair Berths : 

There are three berths; two in Kiddcrjiorc Docks and one in King Gcoige’s dock 
used for laying up vessels Under major surveys, repairs and overhauls. Vessels 
arc usually double-banked so that six vessels can be henhed at a time in the 
three Berths. 

Dry Docks ; 

Five dry docks, three in Kidderpore Docks and two in King George’s for use of 
merchant ships. In addition, there is one graving dock and a number of slip¬ 
ways at the port workshops for reapirs to port launches, tugs and sm all vessels— 
C5«« particulars below) 


) 


Owned by the Port 
Commissioners. 
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THE COMMISSIONERS FOR THE PORT OF CALCUTTA—DRYDOCKS 


132 


8S 


c < 

O ' 


tn — 

S-S 

6 a 


o 

a 


X 

c 


X 

•a, 


Si °Q 

PQ 


bo St? 
QS 


M 

08 


-o |3 




X 

W) 


a 

s-g 

w a 
«c/o 
X 

a 


«A «rt 
*-> C O tM 


rt o . 


§1^ 




Sea 

n o'« 


Ox « !/l 
C Qj — a> 

e _ 


2-c S! 3 



j- 2 b c »3 M 

agcsg.e'g 

doS'^^OTav 


•a 

o 

Q 

b 

Q 


o 

Z 

tj 

s 


& 


J 


.a 


u 

Q 

I 

,E 


'oQ 

J b 

'2Q 


. o® 

C C *0 

O ^ 4 > O ^ 
<« w ^ C 


T 

8 

NO 


? 

9 

X 

9 

J 

rr> 

NO 

J 

NO 

J 

oo 

d* 

» 

? 

9 

'9 

T 

0 

N 

<rt 

J 

0 

t^ 

J 

iri 

C<N 

rn 

9 

X 

? 

> 

T 

NO 

J 

NO 

J 

'0 

V"* 

t 

1“ 

X 

0 

1 

X 

? 

J 

1 

V 

J 

CT) 

1) 

i* 

X 

0 

1 

X 

1 

N 

I 

N 

N 

N 

X 

9 

? 

1 

J 

N 

N 

J 

N 

N 

J 

N 

N 

X 

9 

X 

? 

? 

J 

\r\ 

N 

J 

V* 

N 

1 

N 

X 

? 

X 

NO 

1 

X 

0 

1 

J 

NO 

J 

NO 

] 

!>• 

NTk 

X 

0 

1 

X 

? 

X 

0 

1 

^1 

r-v 

0 

v^ 

J 

p«*> 

NO 

*1* 

^1 

N 

ro 

X 

0 

1 

X 

0 

1 

X 

? 

J 

V- 

w-i 

^1 

V. 

On 

0 

Nn 

m 

• 

N 

fn 

6 

Z 

0 

z 

6 

z 

u 

0 

p 

15 

0 

D 

•a 

0 

0 

>> 

U( 

D 

b 

Q 

>^ 

u 

0 

5 4> 

‘ M 

1 ^ 

Q> 

)-• 

a 

4> 

a 

0 

D *0 
•d 

'd 

•d 

u 

•d 

•d 

5 

2 

2 


•?3 2i 0 

trt W ^ 

o >0 ° 
_o__ X 

§ U OD 
« C 
y o a> 


ft> (J ’£ 


n 




H) ® 



m 


lisli 


zSg-i-s 

o8E,E£ 

51 Pi 

gl 2 is 

£•■*< '""E ^ 

" <-> -• 3 P 
„ <3 OX « 

•S S'^ - 


lll-sl 

^ - a 2 -g 

I 0 tS-S-g 
pS^J-SS 




cc 6 ^ 


2 - f?’ 


o'— >;-s ^ 

uim 

mm 

•si 1 * 1-5 

o 'Z '-> Q.-® 

O 2 3 tk 

X ^ « ® a*“ 

*» c ^ c c 

^ >if O 0 3 
O ^ Q •?; w c/i 

‘^x.s'fr^ 

fc.E I g 2 q 

£• .•S'Sx 

« O' C JfJS ai 

mj-fi 

'tmil 

^ V) .3 D. *-• 

TigcoH 

-S'® t £ « « 

a t» O ft u fir 

> ^ 5i ^ 

2 £ J2 • 

P'S Xs c Oja 

■g = s-S 

" g “5 

tw "t 3 2 

c « 


•y t- 
,20 
0 > 




5 

4 jsO^ ^ t 

i- C 2“ 




&6< 

tc > 


Mt- 

c y 


O 


c ^ 

az 

lA 

1- 
^ 2 

O K 
tg 
0| 

“a-5 


*T • 
Z ^ t> 

t> ^ 

^ ,2 c? 

5 « 
V ft 

^ i£ v5 

ps- 
I'I 

c 
c 


3 N 


S fe m.2 -sO 

hft'O ^ U J-fl 
2 - 

S »Sf'p g 

i"« 8 .S 2 tiy 


<Q 


iO 


•*< S 

S- 

h 

4i>^ 


It 

S< 

s 

.o.< 

S 8 
■< ° 

^ tH 

o 

?.s 
£-&. 
Cl4 O “ 

s o ^ 


«-o 
u 2 


T3 N 

ft ft 


>r. 


« «t 

a fr> ^ 

5.2 g 
tl’^ S 

« rr. 


C M W 


T/-5 


TJ C 
G ft ® -a 


O I 

I ^, 


u 


ka-2 . w C P c ^ 

^ Sf ^ ft A o 

^£2 = ■! 5 S‘-'‘'rt 

>. c 

Q c^ 

vQ g 


•— S>» — 

6 *o 2 ^ ^ 

''^.i; o*^ . S 

^ ft p ft 

c c *5 ft »t, i 

E g •- « X -o 

“>2 S S fi-8 E 


V W X 

?9.q 

2 


I 

o < 

■'8 


>i ° 

o o ' 

U, 9 P 

0 r < ^ 

1 U Ci. 

q|^: 

ii'lo 

Q o »; 

^ W Q. 
^ C 

t> ft P 

&|< 

Sag, 

O Jii sA 
be W 5 ^ 
C P K® 
w ■«: *> 
^ (rt O 

ft— ^ 
o ^ 

■“ Sq 

■ft N 


® Q 

^ & 
0 Q 

m M 

^ “8 <45 


rt 

> 

< 


o 

Q 


a t' 

xQ 

k4 ,_ 

Q -:: 


O 


s-^ 


b» 

ft 






bs 

ft 

'w 

>’ 

3 

O 

C 

£ 


S: 


« 

b 






iq 


t 



m 


Plans for Improvemeni : 

Proposals for improving dry dock facilities under the Second Five Year Plan cover : 

Installation of a 25 ton derricking crane on the south side of King George’s iJocit 
dry dock. 

1 nstallation of a 3 ton crane on the non h side of King George’s Dock dry dock. 

Installation of a 3 ton and two 21/2 ton steam cranes at Kidderpore Dock dry dock. 

Installation of a 500' air compressor at each of the dry docks. 

Improvement of electric supply and sanitary facilities at the dry dt'cks. 

CALCUTTA (conid.) 

Privatt Ship repairing Firms : 

Garden Reach Workshops Ud.^ 

Repair berths : No repair berths for deep sea vessels but facilities arc available- 
for d(y;king and repairing Inland, Light Draft and Coastal Vessels in the 2 dry- 
dock and 6 slipways in the Workshop. 

Ory-Hooks : No dry-docks for deep sea vessels. Two drydocks in the Workshop" 
with entrance from the tidal water of the River Hooghly and suitable for con¬ 
struction of inland, light draft coastal vessels of approximately 2,000 tons^ 
launching wt. 1,200 tons and docking and repaiis to vessels upto 9 feet maximum, 
draft. 


Length of Width of Depth of Sill at 

keel blocks Rntrance Main High 

Water. 


No. 1 Drydock 464 ft. 59'--s' —2' 

No. 2 Drydock .... 326 ft. 59'—7' 9''—8' 


Also maintain a Mould Loft for new constructions. 

Slipways : Five open slipways and one covered slipway are available. Slipway 
suitable for Coasters Paddle Steamers, Tugs, Barges and Launches. 

Vessels upto 1.200 tons can be accommodated. 

jVo. I Patera Slip : Cradle constructed of wood suitable for smalllaunchcs and boats- 

No-3 Patent Slips •. Qradteconstiuctedofwood fitted with transverse carriages and 
two side berths with accommodation for three vessels, two side berths respectively 
260'—o' and 200'—'O' extreme length and 68'—0' and 40'—o' width. 

No. j Patent Slip : Cradle constructed of wood, fitted with two transverse slips 
length 260'—0' width 51'—o'. 

No. <f Patent Slip : Cradle constructed of steel, fitted with two transverse slips, lengt h' 
320’ —i0‘ w'idth 70’—o’. 

No. S Patsenl Slip : Cradle constructed of steel with side transversing as necessary. 

No. 6 Cottered Slip : Way in Boat Shed suitable for Motor Launches and lifeboat*, 
upto 60'— o'. 

facilities at Drydocks and sl^uays : Repairs to deep sea vessels are carried out in the- 
Port Drydocks or at River moorings, where port facilities are used. Portable 
Generating Sets and Air Compressors available. 

For Inland, Light Draft and Coastal Vessels the following are available in the Work- 
shop 

fresh Water 

Fresh water for drinking purposes is supplied by Local Municipality to under¬ 
ground reservoir which is pumped up to overhead Tank and supplied through the Yard 
by gravitation. 

There i.s provision for supply rf drinking water and water for boilers,, which is 
drawn from a tubewell and Stored in a overhead tank. 

Power Supply :— 

F.xtensive power supply ctinncctions with plug in points suitably placed at variou'*- 
places throughout the yard—"at Dry Docks, Slipways, Jetties, for ready supply 
when required. 

adequate arrangements for supply of temporary lights for night w ork etc. and/fesr 
vessels under repairs. 

(I) MOBILH CRANES : 

There are 5 Mobile Cranes :— 

4 Nos. Coles Mobile Cranes 5 Ton capacity each. 

I No. Coles Mobile Crane 12 j/2 tons capacity. 
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(II) JETTY CRANES ; 

5 Jettiesj each ciqihppcd with a Jib crane (varying from 6 to 20 tons capacity). 

0OMPRESSED AIR : 

Compressor House at No. 3 SliptooD’ : 

Three Nos. Stationary two Stage Single Acting Air Cooled Air Compressors with 
60 H. P. A.C. Motor and Control housed in a permanent structure at the head of 
No. 3 Slipway, feed the Slipway and surroupding area with necessary Air Supply 
Lines. 

Compressor House No. 4 Slipway ; 

Three Nos. Stationary two Stage Single Acting Air Cooled Air Compressors with 
60 H.P. A.C. Motor and Control housed in a permanent structure at the head of 
No. 4 Slipway, feed the Slipway, Foundry and surrounding area with neccssaiy 
Air Supply Line. 

fire fighting ; 

The Works Fite Brigade with Trailer Pumps stratagically stationed in the Yard. 

Necessary water service main is fitted throughmrt the Yard with necessary Hydrants 
fitted at suitable olaces for using house connections . The supply of water is 
from the River and/or Static Tanks. 

There is a Fire Float fitted with 2 Chrysler Motor Pumps and with equipment to 
stand by at River Front day and night. 

Static Multi Arc Electric Welding Sets : 

Multi Ai c (6 operators) Electric Welding sets are installed to serve various shops and 
Slipways. A large fleet of Portable sets ate maintained to supplement supply 
when necessary. 

Liguid Oxygen Supply: 

A Liquid Oxygen Supply Plant is installed together with necessary lines for the supply 
of Liquid Oxygen to Nos. 2 and 3 Slipways, No. 2, Dock, Boiler and Plater* 
Shop. 

Sand Blasting Equipment: 

Sand Blasting Equipment for cleaning the Mulls of Vessels in our Dry Docks and 
Slipways is available. 

Barges, haunches. Tugs : 

3 Steam Launches 

4 Barges 

5 Bholios. 

Several Cars, trucks, lorries with trailers etc. 

Internal Transport— 

I—'Pour Ton Dumper 6—jJ Ton Auto trucks. 

1—2i Ton Tractor .1—4 Ton Lorjy and 3 Ton Trailer and 

— 2 Nos. Auto Trucks with "2 several band tiollies. 

Nos. ij ton traitors. 

THE HOOGHLY DOCKING & ENGINEERING CO. LTD. 

Repair Berths : No repair berth for Deep Sea Vessels. One Repair Berth available 
for Inland and Coastal vessels of upto approximately 250 ft. length and maximum 
permissible draft of 25 ft. No repair berth for deep sea vessels. Repairs to 
these vessels are carried out in Port berths or River moorings. 

Orydocks : One Drydoek length 300 ft. width 42 ft.— Can take vessels upto maximum 
draff of i.S ft. 

Slipways : No railed slipways, but there are 4 Building berths in the Workshop which 
take small Barges, Launches, etc. for repairs. 

Facilities at Dry-Docks-Slipways in the Workshop: 

Ftresh mater Adequate supply from tube wells and from Municipal Supply. 

Power :— no volts and 220 volts D. C. and 220 /440, 3 phase 50 cycle A. C. supply. 
Can also supply p>ortable Diesel Driven no Volts Generators. 
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Crtotss On the repair berth a 15 ton crane and on the drydock a lO ton crone. 
Ca^tpretstd Air Ample supply of compressed air at 80/100 lbs./«q. in. styailahlc. 
^i>« Fietuing Adequate facilities for fire fighting available. 

Barges, LauMchest J'kgs : 

1. Barge 

2. Launches 

Several cars and trucks and one tractor and trailer available. 

PORT ENGINliiiRlKG WORKS LIMITED 
No repair berths or drydocks. 

Slifiniays : 

6 Slipways of 272'— 0 “ length width. 

I Slipway of 230'—o' length 7' r* width. 

3 Slipways of 432'-^" length 20'—2j' width. 

Capable of accommodating vessels of upto 250 ron.s_, flats 200'—o' long. 

(600 tons) and barges of upto too tons. Slipways equipped witli 3—500 volts electric 
motors for Haulage. 

Facilities a) the Siipzvays : 

Fresh water—Adequate supply of fresh water from tubewelU. 

Power—Adequate supply. 

Cranes—Mobile Crane 6 tons and two of 2 tons each. 

Compressed Air- 2 stage air compressor—Capacity 236 cu. ft. air at 100 Ibs./sq. in. 
pressure. 

Fire fighting - Ten fire e.xtingtiisher.s. 

Barges, Launches, tugs. etc. 

3 Motor Diesel launches. 

Adequate cars and Itirries. 

THE SHALIMAR WORKS (PRIVA rF.) LIMI TED 

No repair berths or drydocks. 

Slipways : 3 slipways for construction or repairs to small vessels of upto 120 ft. in 
length. 

Facilities oh the Slipways m the Workshop : 

Compressed Air, Power and Fresh water supply available in the Workshop. 

Barges. Launches, Tugs, etc ,—2 Barges; 2 Launches; Sn-cral cars and lorries available 
THE PEOPLE’S ENGINEERING AND MOTOR WORKS I.TMITED 
No repair bertlis or Drydocks for deep sea vessels. 

Repair berths : 4 repair berths for new construction and repair of inland vessel 
capable of accommodating vessels upto 300 ft. in length with a maximunt draft 
of 6 ft. 

Dry-docks ; One Dry dock of 250' length 

55' width 
12' depth 

Without lock gates. 

Slipway : One Slipway- with a winch for hauling up vessels upto 100 tons with space 
for 3 such vessels in tandem—cm which river craft of all kind.s constructed and 
repaired. 

Facilities at Drydocks slipways : 

Fresh water—From Municipal Mains. 

Cranage—Nil. 

Compressed air ; 'Two compressors capable of giving about 200 C. F.M. air at ior> lbs. 

in. 

Fire-figfatiog ; Portable fire extinguishers. 
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Barges, Launches, Tugs, etc.: 

4. Steel bsrges (too tons each). 

2 Steam tugs. 

Cars and trucks available. 

INDIA CENERAL NAVIGATION AND RAILWAY COMPANY LIMITED 

Repair berths ; River frontage and five jetties capable of berthing ten inland steam or 
motor vessels for repairs. 

Drydocks : 3. Drydocks suitable for docking shallow draft inland steam or motor 
vessels. 

Length Breadth Depth on Sill 

at High Water 
Level 

Drydock i . . . . 600 fi. 66 ft. io-6 ft. 

Drydock 2 . - . . 6Q0 ft. 65 ft. 8-6 fi. 

Drydock 3 . . . . 330 ft. 70 ft. 11 o ft. 

Slipways 2 Slipways of following dimensions : 

Extreme length ..... 620 ft. 625 ft. 

Length of cradle ..... 255 ft. 255 ft. 

Draft on keel blocks at High Water Ordinary 5 ft. forward 5 ft. forward 

Spring Tide.12 ft. aft. 13 ft. aft. 

Lifting Power ..... 600 tons 800 Tons. 

Difference between High Water at Ordinary 

Springs and Ordinary ncap.s . . 6 ft. 6 ft. 

Cradle Telescopes . . . . 36 ft. 40 ft. 

Facilities at Drydocks and Slipways in the Workshop : 

Fresh water . . Municipal Supply sufficient to meet the internal needs of the 

Workshop. 

Power : Installed capacity of 1300 KVA.—Can supply shore current at 220 volts D.C. 
Also available 440 volts A.C. and 230 volts D.C. 

Cranage : Jetty Crane electric 10 tons @ 30 ft. radius. 

Jetty Crane electric . l 1 ,'2 tons 12 ft. radius. 
jeny Crane Steam . 15 tons @ 14''6' radius. 

Jetty Crane Hand 3 tons @ l3'-9' radius. 

2 Hyster Mobile cranes . 4-4 tons @ 3 ft. radius. 

2 tons@ 9 ft. radius. 

Coles Mobile Crane . 12 tons & to ft. radius. 

2 tons 25 ft. radius. 

Compressed Air : Two Motor Driven Air Compressors. 525 c. ft./Min. at 100 lbs,/ 
sq. in. 

Two Ingcrsol Rand—Portable—Diesel driven compressors. 

Storage of Oxygen 14,000 cu. ft. delivery @ 44 lbs. ./sq. in. 

Fire Fighting ; 'I'wo trailor pumps with 5' suction plus a large number of Foam type 
fire extinguisher. 

Barges , Tugs, Launchs, etc. : 

I Launch 2 Barges 1 Ambulance. 

Several cars, trucks and lorries available. 

Floating Worksltop ; Have a floating Workshop equipped with a nuinber of lathes 
drilling machines, Shaping machines, etc. from which all running repairs t* 
inland steam and motor vessels are carried out. 

SHIP REPAIRERS PRIVATE LIMITED 

No drydocks, slipways or repair berths. Ship repair wor,k carried out at the berths 
or drydocks in the Port and Provide Mobile Units for Power compressed Air, 
etc. 1 Steel Barge of 50 tom capacity & several cars, lorries and trucks available. 
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EAST BENGAI. ENGINEERING WORKS 


Slipways : i slipway 650' length. 

PacUitits at slipways : Power : 440 volt*. 

Compressed Air : One—100 c, ft. Air Compressor (Breonawadc) 100 Ibs./sq. in. 


VISAKHAPATNAM 


Port Administration 


Floati-ng Cranes, W'ater Barges : 

One floating crane of 30 tons capacity Diesel driven non-propelling, 
r Floating crane 60 tons capacity, steam driven, non-propelling. 

1 loo-ton dumb water barge \ ^ 

2 30-ton dumb water barges j P P- • 


2 I.aunches. 


Drydocks : One Drydock.—Length 366 ft. Breadth 60 ft. 

Maximum arrival draft of ship 12' 6 ' to 13' 6', according to tide. 

In,tended primarily for docking and repairs to Port Crafts only. 

Repair Berths ; No separate repair berth. 

Facilities at Drydock ; Fresh Water, Power, Compressed Air, Cranes and Are flghting 
equipment are available at the drydock. 

Plans for Improvement F.xpansion ; 

No proposals by the Port for construction of drydock for merchant vessels. Deepeo- 
ing and lengthening of existing drydock considered necessary, as well as provision 
of Icad-In-dolphin and installation of bigger pumps. 

HINDU.STAN SHIPYARD PRIVATE LIMI TED 

No drydocks or repair berths. Presently not undertaking ship repairs work. 

KAKINADA 


With the Port 

Drydocks : One DrydtKk—Lcnth 165' o" Breadth 35' o' 

Sill Level 4'op L.W. O.S.T. 

Craft of 5'—o' draft can be docked. Intended primarily for docking and repairs to 
port crafts. 

Facilities in Drydock '.—-Fresh water. Power, Small Crane and Fire Fighting equipment 
available in the Drydock. 


MADRAS 
AIadra.s Port Trust 

Floating Cranes, Barges : 

No floating cranes. 

Two steel dump water barges for supply of water to ships. 


G.R.T. . 2t-5 Tons and 32 Tons. 

Length. . 50'o' ,, 63*0' 

Breadth . 14'o' „ 16'o' 

Depth. . 5'6' .. .5'6' 

Capacity . 50 tons „ 75 tons. 
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S^rydocks 

No drydock. 

:Slipways : 

One large slipway. 

I .cngth of slipway track ....... 607 ft. 

Width of cradle at Ends . . 23 ft. 

„ „ „ at Middle .24 ft. 

Length of cradle ........ 221 ft. 

Width of Slipway . 68 ft. 

Slope . . I in 20 

Slipway track rails ........ 3 Nos. 

Hauling speed of centre winch 4 ft. pet min with load 
Capacity of centre winch . 30 tons. 

Capacity of two side winches . 7 tons each 

Capable of taking the Port Trust Dredger of 965 tons weight and other port craft. 

Repair Berths : No repair berth. 


Facilities of Stipuays : No Fresh water available. Electric Power and compressed air 
available. No cranes or Fire Fighting equipment available. 

Plans for Improvement Expansion : No drydock or repair berth contemplated. 


HINNY’S ENGINEERING WORKS L TD, 

No drydocks—repair berths or slipways available. Following available for work in 
stream. 

One Wooden Barge, Several Steel Barges, one Motor Launch, Floating Diesel Welding 
Sets and Air Compressors. 

CUDDALORE 

With the Port : 

DRYDOCK :—One Drydock 95 ft. length and 33 ft. breadth available for docking 
and repairs to Port dredger and craft only. 

One water barge for supplying water and fuel to port dredger. 

COCHIN 

Port Administration. 


Floating Cranes, Water Barges : 

One floating crane (non-propclled) with One Luifing and Slewing Crane capable of 
lifting 5 tons and one fixed Jib Steam crane capable of lifting 30 tons mounted 
at the ends of a floating Dumb Barge. 


5 ton crane 30 ton crane 


Maximum Radii ........ 60' o' 45' fixed jib 

Minimum Radii ........ 20' o' 45' 

Height of hook above water level.85'©' 52'©' 


3 Non propelled barges for water—2 of too tons capacity and one of 80 tons. 

Dry docks : 

One drydock 240'-©' >. 44'-o' which can accommodate ships of 226' length B.P. x 42' 
Moulded Breadth, with a maximum draft of 13 ft. Almost exclusively used for 
docking and repairs to Port Barges, Launches, Dredger, etc. 

Facilities at Drydock : 

Water, Power, Compressed .Air, Cranes and Fire Fighting equipments available at 
Drydock. 



Repaiy Btnh : 

One alongside berth aoo' long near the drydock. 

Plans far ImprovemenPExpansion : 

Construction of a drydock for large ships under tentative consideration depending on 
demands of the Navy, the Merchant Marine and the siting of the Second Ship¬ 
building Yard. 

BRUMTON & COMPANY ENGINEERS LIMITED 
Repair Berth ; No repair berth but there water fronicr which can take vessels upto a draft 

«f 15 ft. 

Sliptvays :— 

One Slipway 120 ft. long, 30 ft. wide and several small slipways to accommodate small' 
launches, barges etc. 

Facilitcs on the Slipways and in the Workshop. 

Fresh Water— available. 

Power—available except in the Yard on Vypeen island where power available 
from a Generator. 

Cranes—available in workshop. 

Compressed Air—■ Available. 

Fire Fighting "I—^Available including one portable Centrifugal Fire Pump. 
appUances | j 

Barges, Launches, 'Jugs, Etc: 

2 Launches and 23 barges available—Equipped for repairs in stream. 
KOZHIKODE 

A small slipway capable of taking vessels of about 60 to 70 tons d.w.t. is under cons- 
tructit'n by the Port for ust of port crafts only. 

MANGALORE 
With the Port 

DRYDOCKS: 

One drydock, length 110' Breadth 48' and maaitnum draft 8', available for docking and 
repairs to barges, lugs and launches of the Port only. No slipways, repair berths or other 
facilities available. Power and water are available in the port. 

BOMBAY 

Bombay Port Trust 

Floating Cranes, Two: 

One F.C.“Sarus”—G.R.T. 830-0—Capacity 00 tons on the main hoist at 40 ft. out 
reach and 15 tons on auxiliary block at an outreach of about 43 feet steam Operat¬ 
ed, propelling. 

Otie F.G.C.FIantengo —G.R.T. 342-8 capable of lifting 15 ton at 45 feet outreach- 
Steam Operated, propelling. 

Barges, Tugs, Launches : 

Water Barges two. 

One steam Anchor Hoy “Panwel”—G.R.T., 342-14 tons, water capacity 120 tons— 
caMble of pumping out 100 tons hour at too lbs Sq. in. One Motor water boat 
‘Nirmala’—GRT. 306-44 tons, water capacity 250 tons and capable of pumping, 
out 120 tons hour at lOO lbs. Sq. in. A new Anchor Hoy with fresh water 
capacity of 250 tons in replacement of “PanweP is planned. 

4 trucks. 5 coal barges, 3 fluid cargo barges and one oily water barge, several timber 
boats of small sizes and several Hopper Barges. 

16 launches of various sizes for harbour duties. 

10 Dock Tugs and 9 Harbour Tugs. 


Dry Docks : Two 

Merewethcr Drydock : length 500 ft. Breadth 65' 6* Max. arriva Draft of ship 
22 ft. on 14 ft. tide and max. beam of 61 ft. 

Hughes Drydock : Length t,ooo ft. Breadth too ft. maximum arrival draft of 
ship 32 ft. on 14 ft. tide. 
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liOMBhY—eontd. 

Bctmhay Part Trust 

The Hvghes Drydock h»s provision for placing Caissons at, either of the intermediate- 
stops, so that the length of the two compartments can he (i) 425 ft. and 575 ft. or (ii) 500 ft. 
each Or (iii) 57,‘i ft. and 425 ft. respectively. 

Slifivays : 

The Port Trust Workshops have six slipways. Maximum draft and Dead weight of' 
craft which can be brought on them are 10 ft. and 300 tons respectively. 

Fatuities at Drydocks : 

Fresh w ater supply is available at all berths and drydocks. 440 and 220 volts 50 cycles 
A. C. supply is available at the berths and Dry Docks. D.C. .Supply upto 
lookw' 110/220 volts is available at the Merewether Drydock and 7 portable 
motor Generator secs of varying sizes are available with the Port for use of ship¬ 
ping which could be made available wherever required on application, subject 
to availability. Total capacity of these sets is 183 kw. 

A 30 ton capacity electric crane is available at the Hughes Dry dock and Mobile Cranes 
upto 40 tons capacity can be made available at the dry docks and some berths. 

At the Workshop slipways mobile crane can be brought for heavy lifts. Oneeleatically 
driven and five diesel driven portable compressor sets, average capacity of each 200 eft./tnin 
are available for hire when not required foi departmental work. 

The port has an auxiU ary Fire Brigade of its own and call upon the Municipal Fire 
Brigade as and when required. There are 2 fire fighting craft and several of the Port craft are 
equipped wihfire fighting equipment, both with water and foam. Hydrants are located all’ 
round the docks. 

Plaits for F.xpansion : 

Under the Scheme of Modernisation of the Pfince Dock and Victoria Docks, iheic' 
was a proposal to provide an additional drydock but this was not approved by 
Government of India. There is also a proposal to extend the Hughes Dry dock- 
souilnvards by 125 ft. 

Repair Ber ths : 

There are no repair berths as such in the Docks but very often berths K.L.M.N.O.P. 
& Q. at Prince Dock are allocated to ships undergoing repairs provided the same 
are not occupied by vessels for loading and unloading of cargo. At times, berths 
in Victoria Dock are also allotted. No special berths at the Wet Docks 01 at the 
Hat hour Walls thereof have been allocated as berths specially reserved for vessels 
undergoing major surveys, repairs or overhaul. Until recently the sheds along¬ 
side certain berths in the Prince and Victoria Docks were under reconstruction 
and as the berths could not be utilised for the purposes ofworkingcargos, to and 
from ships, they were given for vessels undergoing surveys, repairs or overhaul. 
Now that these sheds have been reconstructed and are fully in use for eaigo 
operations, the berths arc not given to ships undergoing repairs. When it is 
anticipated that a berth will remain vacant for some Jtime, the opportunity is 
taken to utilise such a berth for the purpose of berthing vessels which require 
repairs, survey or overhaul. 

Facilities at Repair berths : 

At the berths used for ship repairs, electric supply and fresh water supply are available 
as well as the use of cargo handling cranes of capacity 30-35 cwt.' 

Plans for BxpansionIhiipropeonent: 

No plans for construction of repair benhs. 

WITH PRIVATE SHIP REPAIRING FIRMS 
Alcoch Ashdown Qompany Ltd: 

No drydocks or repair berths. There is a hard capable of building 4-100 ton vessels 
5 feet launching draft. Repairs carried out in port berths or drydocks. i launch- 
and several cars lorris etc., and portable generators, compressors, welding, 
plants, pneumatic tools etc., available. 

Scindia Workshop Private lAd. 

No drydock. 

Slipway : One patent slipway Extreme Length 620' 

Extreme Length of cradle 255' 



142 


■Difference between High Water at ordinary springs and at ordinary neaps 6 fee t 
Operated by a Haulting Kngine of approximately 300I.H.P. vessels upto izoo 
G.R.T. with a maximum beam of 38 ft. and 8 ft. draft. Can be taken on the 
slipway at suilable tides 


J'acililis at the Slipviay : 

Fresh Water: A 2'fresh water pipe line connected to the Municipal main thiough 
booster pump of 7j H.P. There are addition one motor driven pump for boosting 
fresh Municipal water. Two Special discharge valves along the slipway for 
supply of fresh water to ships on slipway. 

Electric Power : Electric Power of 400 volts A.C. and 220 AC available.Two stalicn- 
ary Motor Generators and one Portable Electric Generator set for conversien 
of 440 volts AC into no volts D. C- available. 

Cranage : Derrick at the head of the slipway of maximum lifting capacity 2 tons. 

Compressed Air : A 4* compressed air pipe line connected to four stand pipes with 
multiple connections on each fed by a stationary Electric Air C( mpressor de¬ 
livering 462 cu. ft. per minute at too lbs. per sq. in. One portable electric 
compressor and six portable diesel compressor.s delivering J05 to ifo cu. ft. 
per minute at too lbs. per sq. in. 


•Fire Fighting Appliances : 

Thcrcis an undergroundtankholdingioo,000gallonsofscawater,with diesel driven 
pump of 200 lbs. per minute capacity at 200' head near the tank. It feeds a 4' 
fire fighting line along the slipway and other paits of woikshop. Also a trailer 
pump of 7i H.P. for building up presstire in Fire fighting line. A specially 
trained fire fighting squad available. 

Repair Berths : No lepaired berth. The small repair berth at the eastern end 
of the slipway is capable of accommodating only small launches and barges upto 
a maximupi length of too ft. and a draft of 4 ft. only. 

Barges, Tugs, Launches : 

Several cars, Trucks and Lorries available. 2 Jeeps wdth Trailers—one Electric For 
2 passenger Launches of 90' >. 22' x 6'-6'lirt G.R.T. 89 18. 

56'-6' X io'- 3 * X 5'=8'G.R.T. 26-00 

1 Goal Barge 95' = o' >; za'-o' x 6'-7' 1 80 Tons capacity. 


Dry,docks 
Ritchie Dfydock 


Mogul Drydock : 


Mazagon Deck : 


MAZAGOK DOCK LIMITED 

Extreme length 
Breadth at Entrance 

Depth at sill (Mean High Water Springs) 
Extreme Length .... 
Breadth at Entrance 
Depth at sill (MHWS) 

Extreme length .... 

Breadth at Entrance 

Depth over blocks (MHWS) 


495-0' 

66'—o' 
18'—o' 
426'—o' 

59'—9' 

16'—o' 
154'—0' 

^ A ' _iA*' 


■Slipways : Slipways are on the Foreshore of area known as North Yard. In all 
there arc five slipways, three open and two under cover, served by an air driv?u 
winch. Small craft such as lugs,barges and launches upto 150 ft. in length 
can be hauled up for repairs. The Foreshore Boatshed and Slipway Cover 
an arcaof 82,78959. ft. and two Goliath type Cranes operate in the Boatshed over 
the covered slipways. 


■Facilities ai Drydockf : 

Ritchie Drydock : 

Fresh ta/iter : Mainsupplylinewithdischargevalvesinstallcdalong sidcof drydock. 
A portable motor driven pump of 15 tons capacity is available for boosting the 
supply pressure, in addition to a 5 ton permanently installed air driven pump. 
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Electrical Power: Shore supply ojnncctions arc available for no voltSj 90 amps aarf 
220 volts, t20 amps. Welding transformers each capable of taking three weldres 
are permanently installed on each side of the dryclock. 

Cranage : The Drydock is served by the Mobile Crawler-Type Crane capable 
oflifting a weight of 30 tons at a radius of 12 feet when operating with a short 
jib, and 10 tons at a 25 foot radius when operating with a long jib. Maxununt 
radius 75 feet. In addition a 15 ton Steam Cane operates on tails along the 
length of the dry-dock. 

Cotnpressed Ail. The4*’Dia. supply line fitted along boih sides efthe drydock has 
19 branches for fitting manifolds and each manifold has 6 distribution pipes. 

Fire Fighting Facilities. A Work’s Tirc-Brigadc is maintained and fire-staiions with 
trailer pumps are positioned strategically tbroughoui the Yard. In addition 
a6'dia. mainisfitted along both sides of the drydock and pressure in this pipe 
line is maintained by a pump supplied from a large storage tank whichintum is 
suppliedbyapumpdrawingwaterfromtheharbour. TheHydrants fitted tothe 
fire-main allow 23 hose connections to be made in addition to portable pumps. 

Oxy-Acetylene Supply : A liquid oxygen 'and dissolved acetylene plant is installed 
supplying pipM oxygen and acetylene to the drydock. 


Mogul Drydock : 

Fresh water. —Main supply line with discharge'vaivcs installed along side of drydock 
A motor driven pump of 15 tons capacity is available for boosting the supply 
pressure if necessary. 

Electrical Power. —Shore supply connections are available for 110 volts 200 amps and 
220 volts-150 amps. Welding sets can be operated from a 440 volt 3 phase 
A.C. supply. 

Cranage. —The Drydock is served by the Mobile Crawler Type Cranes capable 
of lifting a weight of 3 tons at a radius of 12 feet when operating with a short 
jib, and ro tons at a 25 foot radius when operating with a long jib. Maximuna 
radius 75 feet. In addition a 15 ton Steam crane operates on rails along the 
Crant s length of the drydock. 

Compressed Air. —The 3' dia. supply line fitted along both sides of the drydock 
has 14 branches for fitting manifolds and each manifold has 6 distribution 
pipes. Two electrically drived compressors are permanently installed. 

Fire Fighting. —A Work’s Fire Brigade is maintained and Fire Stations with 
Trailer Pumps are positioned strategically throughout the Yard. 

In addition a 6' dia main is fitted along both sides of the drydock and pressure in 
this pipe line is maintained by a pump drawing water from the harbour. Five 
Hydrants arc fitted to the fire-main allowing hose connections to be made a 
various points. 


Mazagon Drydock : 

This small drydock is in close proximity to the Richie Drydock and the same faci¬ 
lities can be utilised. 

Slipways. —^North Yard Forehshorc. 

Fresh water, —Supply available by hose connections from the Ritchie Drydock water 
supply. 

Electrical Power. —Shore supply connections are available for no volts 50 amps. 

Welding transformrs are intailed capable of supplying current for 9 operators. 

Cranage. —Two ‘Goliath’ Cranes are available for the covered Slipways in additio« 
to the Yard’s mobile Cranes. 

Compressed Air. —An air-receiver supplied from the main system is installed for 
supply of air to the Slipways. 

Fire Fighting. —A Work’s Fire Station is adjacent to the fovered slipways and, ia 
addition to the trailer pump, a salt-water Hydrant is in close proximity. 

Oxy~Acetylene ^Mpplyi.—Similar facilities as at drydocks. 
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Barges, I.amches, 'fugs : 


Bitrgfs. —Coal Barge—One 6o'jy-58'>. 7/ 

General purpose Barge—One—105'—75'--: 25'-i4'x8'33' GRT 171-69. 

(Licensed for the carriage of Petroleum in Bulk by water and also used for carrying 
generators, compressors, etc.) 

Launch. —Passengers Launch—One 49 4'x 12-92'x 5.42'. Capacity 36 persons 
(used to convey personnel to vessels in stream). 

Mooring Launches—Two—36'-o* long—Capacity 25 persons—Used for conveying 
workmen to ships in stream. 

7 w;.v.—Steam tugs—two («) 112-4'A24'x 12-25' G.R.T. 225-25. 

Machinery Two Triple Expansion Engines 1000 I.H.P. Speed 10 knots, i No. 

(ii) 96-5 'i7'x 8’ registered to carry 60 passengers— 

Machinery. —Two Compound Engines 320 I.H.P. Speed 10 knots. 

(hi) Steam tug and water boat G.R.T. 126-70 Registered Dimensions. 

9o'x20-25'> 9' registered to carry 120 passengers. 


Capacity of fresh water 130 tons. 

Machinery—Single Compound Engine 200 I.H.P. speed 8 knots. 

(in) Steam tug and Water Boat, G.R.T. 192 - 54 .- dimensions iio-75'x23'x8-25' 
Registered to carry 250 passengers. Fresh Water Capacity 120 tons. 

Machinery : Two Compound Engines 336 I.H.P. Speed lol knots. 1 No. 

Dredging Craft (i) Steam operated Pantoon Grab Dredger. • 

Dimensions 5i-,3'x22'x5-8'. 

(it) One Dumb Hopper Barge G.R.T. 46-19 Dimensions 87'x 19x8-2' and 
(ill) one Dumb Hopper Barge G.R.T. 46 -19 Dimensions 70' x 18' > 8'. 

SAURASHTRA PORTS: 

Port Aul/ioriries 

DRYDOCKS : 


Ckar Gate 

Port Length Breadth entrance- Remarks 

width Height Sill I.evcl 


BHAVNAGAR 

Drydock . 249'-6' 53 ' o' 4 o' o' i 7 '-o' 


-1-22-83 R.L. Mean High 
Water neap is 
28.1. Mean 
High Water Sp¬ 
ring is 34-6. 
High Spring 
Tide is 

+ 39. Compo¬ 
site gates Semi 
circular in two 
parts. Gates 
handled by a 5 
ton Electric 
Crane fixed on 
one side of dry- 
dock. 


1*5 


Cltar Gale 

Port Lon^li Breadth Entrance —- 

Width Width Sill Level 


Remarks 


' Bxritie Basin I’is'-o" 2I4'-C)* ^4'-o'' i6' o' 


'yP-RAVAL 

Drydock i35'-o' i8o''0* 3t' o' i6 o’ 

BHD I bunder 

Drydock . 230' o’’ 53 '' 6 ’ 44 '' 0 ' lo'-o' 


Barge liagin ajo'-o' yo' o' 23 ' o’ zo'-o' 


1-25 R.L. Structural 
Steel Gates 
parabolic Arch. 
Caasion type 
operated by 3» 
ton steam drane 
fixed one side 
Constructed 

1956. 


-i-77 R.I.. Composite 

gate in one part 
fiat type. A 20 
ron steam crane 
is provided to 
handle the Gate. 


4103 H.T,. »Hight8 

Water of spring 
tide is 112 R.L. 
Composite gates 
in two parts, 
parabolic arch 
operated by 3 
ton steam crane 
fixed on one 
side near entra¬ 
nce. Construct¬ 
ed I 9 S. 3 . 

4 703 R.L. Structural 

Steel gates Pa¬ 
rabolic arch, 
hinged at bot¬ 
tom, flat type. 
Operated by iwa 
5 ton iiand 
wincltes fixed 
on each side 
near entran cc 
Constructed 
J 953 - 


at DryJo^ ks : 

Water and Electric supply are available at the Drydocks. In Hhavnagar a 5 ton 
electric crane, in Bedi Bunder at 3 ton steam crane and in Veraval a 20 ton 
steam crane arc available near the d^docks. Fire fighting arrangement’s exist at 
all these Ports. For compressed air the ports supply portable air Compressor 
Units. 

Slipways .—There arc several small slipways or Hards construction or repairs to 
sailing vessels an other small crafts at different Saurashtra ports. 

R*pmr Btfths ,—There are no repair berths at any Port. 

Targts, Tugs, Latmehes etc.—Ho floating crane at any port. 3 water barges are 
of 80 tons carrying capacity at Bharnagac. Bedibunder and Naviakhi, 
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SeveraJ cargo carrying barges both of wood and steel and several tugs for towing the- 
barges available m varying numbers at the Ports of Bhavnagar, Bedi Bunder^ 
Veraval, Porbandar and Okha. 

Plans for ImprovenmU I Expansion .— 

(«) A drydock at Porbandar of proposed dimensions 250'x 55' with clear entrance 
opening of 40 ft. and sill level of 2', so that ordinarily with high tide, vessels of 
8 ft. draft can be docked—is provided in Second Five Year Plan. 

(fi) A drydock at Okha of length 270 ft. width 55 ft. with clear width of the Gate 40 ft. 
and Sill level at the Gate —2 ft., so that ordinarily vessels of 11 ft. draft can be 
docked, is under consideration. 

(c) A lock gate at the entrance at the concrete jetty at Bhavnagar is under construc¬ 
tion to provide a Wet Dock Basin with cargo berths for vessels with deep drafts. 
Proposes are under consideration for allocating a newly created berth in the 
basin for carrying out ship repairs. 


Kmndla 


Port Authoritits 


VryiJni ks Floating dock :—• 

Outs.dcmeasuremcnts264rt. length, 64ft. width., 24ft.deep. Insidemeasuiemenls 
26,4 ft length, 49 ft. width, 16 ft. deep. Can accommodate vessels in the dock 
of 225 ft. len^h 35 ft. beam, ii ft. drafiand notmorc than gootons. 

Not suitable for docking large merchant vessels. 

Used lor docking and repairs of port craft only. 

Slipways — repair Berths .—No slipways or repair beul.i. 

Pacilitus at Drydock .—Fresh water supply can be arranged fromSheJe. 

Power leads from shoie. Compressed air available. 

Plans for improvement I Expansion.•—'Ho plans for cTydtck or repair berths. 

Barges, Launches, Tugs .—One water Barge with 90 tons capacity provided with x 
Diesel Driven pxunp to supply water to Ships. 




ANNEXURF. VII 
List of Sub-Coniractors. 

Cleamng chipping and painting tccrk. 
t. Abdul Barij 50 Watgunge sticct, Calcutta—23. 

2. flomanji Dhunjihhoy Private Limited, Korth Yard, Mazagon Dock (P; Ltd^ 
Bombay—10. 

3. D. H. Dhunjibhoy, Horniman Circle, Bombay—i. 

4. R.n. Dhunjibhoy, C/o. James Mackintosh&Comjiany, Darabshaw Building, 
Ballard Estate, Bombay—,1. 

5. Mancckji& Jamsh,;dii, 34 A, Ambawadi, Gunpowder Road, Bombay—10. 

6. Davur Industries, 37, Frere Road, Bombay-—9. 

7. Eastern Bunkerers Piivate Limited, “ .Scindia House”, Dougall Road, Ballard 

Estate, Bombay—i. 

Repairs 10 radio^ and radio Navigational aids 

1. Marconi International Marine Communications Limited, 32 Nichol Road; 
Calcutta. 

2. F..W. .Stevens Si Company I.imited, 22 ChowringhccRoad, Calcutta. 

3. Techlab, 29 Ritherdon Road, Madras—7. 

Refrigeration repairs 

I. Detroit Refrigeration Company Limited, 109, S.N. BancrjccRoad,Calcutta — 
13. 

a. Radiocraflers, 21 C. D. Queens Road, Bombay— 4 - 

3. Calcutta Bombay Trading Corpoiation, 6 Brabourne Stadium House, Bom¬ 
bay— I . 

4. Freczall, ‘ Kisanmahal, Tribhuvan Road, Bombay--4. 

5. Star Freeze, ‘ ParijatNetaji Subash Road, Bombay- 2. 

Insulation rrot'h 

I. Scott Pickstock Private Limited, y Fairlie Place. Calcutta, 
i. Insulation Engineers limited, 4 Lyons Range, C.alcutta. 

3. Asbestos Magnesia & Friction Materials I-imited, Agra Road, Bombay. 

Furnishing 

I. Spencer & Company Limited, Mount Road, Madras- 2. 

Miscellaneous 

1. J. D. Jones 4 e Company, Vir Nariman Road, Bimbay- t. 

2. H, A. Sethi, 17, Main Road, Perambur. 

3. T. Joseph, Srinivas anagar, Chctpel, Madras — 31. 
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s.s. Bharatniitra 1951 5,104 

s.s. Bbaratratna(d) . 1954 5,172 
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t4. The South East 4 sia Shipping Go, Ltd., Bombay 
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Statement showing the names af firms engaged in skip building and skip repair industry registered with the Development Wing for allotment 
of steel quotas, their assessed capacity and allotment made. 

All figures are in tons per quarter. 

Allotment for period 
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13 Scindia Workshop (P) Ltd. 225 225 180 180 180 191 169 225 

14 H.I. Dixon & Co. 75 Nil. Nil. Nil. Nil. Nil. Nil. Nil. 





i 6 B. R. Herman & Mohatta .... 30 Nil. Nil. Nil. Nil. Nil. 
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